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announced by Mr. Geoffrey Lloyd, Minister of Fuel 
& Power, in the House of Commons last week, are likely 
in the long run to have far-reaching consequences for the 
railways. Construction is envisaged, near oil refineries, of 
new power stations burning either oil or coal which will 
offer a potential annual saving of 10,000,000—11,000,000 
tons of coal within a few years; and Mr. Lloyd also 
emphasised the magnitude of Government plans for 
development of nuclear power. British Railways convey 
about 150,000,000 tons of coal a year, and about one- 
quarter of their receipts are derived from coal class traffic. 
Commercially, the decline in coal traffic would be a serious 
loss, even allowing for the large amount of coal at present 
conveyed to power stations by sea, as the refineries afford 
the railways comparatively little traffic, and this would 
seem also to be the case with nuclear power stations. From 
the operating point of view the new developments will be 
another factor in the re-orientation of coal traffic already 
occasioned by the working out of seams in Lanarkshire and 
Lancashire and by fluctuations in coal exports and domestic 
demands which from time to time cause local congestion in 
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a railway system developed in the past to move a higher 
proportion of coal to the ports. In so far as the Govern- 
ment plans will make available a larger amount of coal for 
locomotives, they will help the railways, which are bound 
to rely mainly on steam haulage for many years to come, 
whatever developments in other forms of motive power 
they may pursue. Quality, however, besides quantity, is a 
major difficulty in British Railways locomotive coal 
supplied from home sources and it may still be desirable 
to import coal if enough home produced coal of suf- 
ficiently high standard for efficient locomotive performance 
is not made available. 


Disposal of Road Haulage Assets 


[% the fourteen months of its existence the Road Haulage 

Disposal Board set up to supervise the sale of some 
32,500 lorries and other road transport assets of the 
British Transport Commission, as required by the Trans- 
port Act of 1953, has found buyers for fewer than 6,000 
vehicles. This total falls short of the “ high proportion ” 
which the Board had hoped to sell by its first birthday last 
May, but Mr. Alan Lennox-Boyd, Minister of Transport & 
Civil Aviation, answered criticisms in the House of the slow 
progress made by saying that sales would be well advanced 
by the end of this year when the demands of the “ small 
man” had been met and disposal of the larger group of 
vehicles and premises had begun. This seems a doubtful 
forecast, particularly as at the end of the year no vehicles 
will be tied to the present 25-mile limit and the automatic 
right to unrestricted operation which goes with present 
sales will no longer be an inducement to buy. In view 
of this, and the uncertainty which would surround the 
future of the road haulage industry in the event of a 
change of government, the Board may consider itself 
fortunate to have done as well as it has. 


Railway Charges in South Africa 


EW scales of railway charges recently published in 

South Africa, and due to come into operation on 
September 1, are at a higher level than those now in force. 
For some commodities the rates show a very steep 
increase; all, whether imported or of South African origin, 
are to be classified under the same tariff conditions, so 
bringing to an end the system of preference for home- 
produced goods. Basic foodstuffs, at present conveyed 
at half rates, have been reclassified and under the new 
scheme will pay some 65 per cent more in railway freight 
charges. Other foodstuffs will pay up to 25 per cent more. 
Rates for steel and iron manufactured goods and agri- 
cultural machinery are practically doubled, and export 
fruit will be charged some 12 per cent more than hitherto. 
The new goods tariffs are based largely on the report of 
the Newton Commission, which placed emphasis on the 
cost of providing the service rather than the capacity of 
the traffic to bear the charges. Passenger fares also will 
be increased, in some suburban areas by as much as 30 per 
cent, and fears have been expressed that this may aggra- 
vate the problem of native labour supply. 


Rationalising the Canadian National Railways 

- HE Canadian National Railway System is carrying out 
a simplification of its corporate structure and so far 

has reduced its 79 distinct companies, composed of rail- 

way, hotel. and other properties, to 60. The ultimate aim 

is a single company to direct all railway operations, with 

single subsidiaries for each major division of other opera- 


tions, such as steamships, hotels and real estate. Up to 
now, companies with a total capital of more than 
$50,000,000 have been merged, apart from the 


$1,700,000,000 parent Canadian National Railway Com- 
pany, which controls many of the undertakings through a 
subsidiary company. They include two telegraph com- 
panies now amalgamated as the Canadian National Tele- 
graph Company. Six railway and other companies have 
been absorbed directly into the Canadian National Rail- 
way Company. This “streamlining” has gone hand in 
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hand with a financial reorganisation of the top-heavy 
capital structure of the C.N.R. recommended by a Royal 
Commission, which has reduced its fixed charges and 
allowed the undertaking to accumulate a reserve out of 
earnings instead of having to turn over any surplus to 
the Treasury. 


Serving a New Gold Coast Port 


RELIMINARY work has begun on the construction 
of a new deep-water port at Tema, a little to the 
east of Accra, the capital of the Gold Coast. The site has 
been linked with the existing system of the Gold Coast 
Railway at Achimota by an 18-mile branch built to main 
line standards, and another new line runs from the coast 
inland to the hills which are being quarried to provide the 
material for the building of the port. Both lines are des- 
cribed in an article in this issue. As will be seen in the 
illustrations, the Achimota-Tema_ section has fairly 
extensive works, including a mile-long embankment over 
a sandbar and some road bridges of a pleasing design in 
reinforced concrete; such bridges are rare in West Africa, 
where crossings are usually made on the level. The Gold 
Coast has at present only one port which can be entered 
by ocean-going vessels, Takoradi, in the west, where a 
large-scale programme of extensions has been carried out. 
Tema will mainly serve the Volta River hydro-eleciric 
project, but will also supplement Takoradi as a general 
cargo port 


Increasing Demands for Machine Tools 


HAT there is an increasing demand for machine tools 

is made clear by the latest export figures which, for 
the month of March, totalled £2:08 million; the monthly 
average for 1953 was £1-93 million. Of this total, 
Australia imported machine tools to the value of £294,424 
and India £216,230. Since the beginning of May this year, 
machine tool exports to the value of £464,444 has been 
sanctioned. Although investment in plant and machinery 
has been particularly heavy in more recent postwar years, 
current orders seem to indicate that it is again on the 
increase. From the point of view of export licences, of 
which there are a quantity awaiting sanction by the Board 
of Trade, it is probable that the lighter types of machine 
tools, which have a lower strategic value than the heavier 
types, would more readily be sanctioned. Enquiries from 
overseas are heavier than they have been for the past 
several years, and in the event of potential business with 
Russia and also China materialising in the near future, 
an appreciable difference would be made in the outlook 
of the machine tool industry as a whole. 


Peak Traffic Problems 


HE recent article in the British Transport Review by 
Mr. G. F. Fiennes, Assistant Divisional Operating 
Superintendent (Eastern), Eastern Region, British Railways, 
which was the subject of an editorial article in our issue of 
June 25, finds an echo in the July issue of British Railways 
Magazine, where “ The Man on the Line” writes on the 
problem of peak traffic. The railways, he explains, suffer 
from a disadvaniage not shared by long-distance coach 
operators, airlines, or shipping companies, in that at no 
stage of peak travel can they turn prospective passengers 
away. It is a railway tradition that relief trains shall be 
run as required until all intending passengers have been 
carried, but this tradition, he says, leads to the fantastic 
result that much main line passenger stock makes two 
runs on each of about a dozen Saturdays in the summer, 
and then stands completely idle for the rest of the year. 
No other transport agency could contemplate this kind of 
under-employment. The suggestions that, despite possibly 
inconvenient train timings, two out-and-home trips on peak 
Saturdays would make better use of railway rolling stock 
was also put forward by Mr. Fiennes, whose figures of 
coaching stock user in this country emphasise the need for 
efforts in this direction. 
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Catering Enterprise 


AN example of the enterprise which we have come to 

expect in recent years from the Hotels & Catering 
Services of the British Transport Commission is the new 
combined cafeteria-restaurant car described on other pages 
of this issue. It has been apparent for some time that 
railway dining car prices are too high for popular taste, 
but the cafeteria car, by its very nature, may have missed 
the custom of those prepared to pay for a full meal, well 
served, in more leisurely surroundings. The new type of 
car makes the best of both worlds. At one end there is 
a small, attractive, restaurant with 18 seats, where normal 
dining car service is provided. At the other end is an 
equally attractive cafeteria with the usual type of self- 
service counter and a long table -with nine stools. The 
accommodation is small, but it is expected that many cafe- 
teria customers will carry their trays to their own compart- 
menis. The first cars, converted from existing stock, came 
into service on July 12 on the London Midland Region, 
and 27 are being built in all. 


Signal Apparatus Failures in U.S.A. 


AN article in our contemporary Railway Signaling and 

Communications gives particulars of the Annual 
Report of the U.S.A. Bureau of Safety of the Inter-State 
Commerce Commission covering the operation of signal 
apparatus and other safety equipment on railways for the 
year ending June 30, 1953. There were only 29,509 
‘right side,” or “false restrictive” failures compared 
with 32,885 in the previous twelve months, an improve- 
ment greater than appears, as the amount of equipment 
in service had appreciably increased. The greater part of the 
total, 17,668 failures, occurred, as would be expected, in 
connection with block — signalling equipment, most 
of which would be automatic. As the amount of this 
and allied apparatus now in service must be enormous 
no doubt the figures reflect a very high level of efficient 
design and maintenance. The number of “ wrong side,” 
or “ false proceed,” failures was extraordinarily low; only 
109 were recorded. 


** Invisible Light’’ for Instrument Panels 


N several recent diesel-electric locomotives the principal 
cab instruments have been treated with fluorescent 
materials which glow when activated by ultra-violet light. 
The ultra-violet wavelengths used for this purpose are 
outside the visible range, so that although the instruments 
appear illuminated, there is no visible light in the cab at 
night to interfere with observation of signals. There are 
various sources of ultra-violet radiation, but the most con- 
venient for this type of cab lighting is probably a short 
flucrescent tube with a special powder coating which 
produces ultra-violet in the range between 3.000 and 
4,000 Angstrom units. A small amount of visible blue 
light is emitted by the mercury discharge itself, but can be 
absorbed by a filter, which may be incorporated in the 
fitting. An 18-in. tube is normally adequate for such appli- 
cations, and can be operated direct on a d.c. voltage of 
about 100, such as is often available already in the loco- 
motive for control and auxiliary services. 


The Tangiwai Disaster 
THE failure of the Whangaehu River bridge, near 
Tangiwai, New Zealand, on December 24, 1953, 
when a Wellington-Auckland express was precipitated 
into the torrent, resulted in 151 fatalities. The Minister of 
Railways appointed a board of inquiry, which sat for some 
two months, and the report of which is now available. 
A brief summary appears in this issue. The appoint- 
ment of such a board bears a parallel to what occasion- 
ally has been done in this country under an Act of 
1871, by which the responsible Minister can set up a 
court of inquiry to deal with a specially serious accident, 
as in the case of the collapse of the Tay Bridge in 1879. 
The board was given three questions to answer. In one 
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sense the most important was whether any servant of the 
New Zealand Government had at any time been negligent 
or failing in his responsibilities in connection with circum- 
stances leading to the accident. It was able to return an 
unqualified negative to it. The cause of the exceptional 
flood, forming what geologists know as a “lahar,” also 
was not in doubt. The board is satisfied that a new bridge, 
safe against all expected risks, can be constructed without 
difficulty and recommends the installation of certain flood 
warning devices. Special arrangements, including a very 
low speed limit, are in force meantime. 


Railway Organisation 


HE long-awaited White Paper outlining the future 
organisation of British Railways at last has made 
its appearance. One of the disadvantages of the pro- 
cedure which the British Transport Commission has 
adopted in its endeavour to secure as wide a measure 
of agreement as possible on its proposals has been con- 
sultation with a considerable number of interested bodies, 
with the result that at least the main outlines of the 
scheme have been known for some time. This has led 
inevitably to the publication of incomplete versions of 
the scheme in which emphasis has not been placed on 
the most important aspects. 

The preparation of this scheme was required under the 
Transport Act of 1953. That measure envisaged a con- 
siderably greater maximum period of gestation than in 
fact the offspring of the Commission has_ required. 
Whether a longer period would have been beneficial it 
is hard to say, but probably, within the limits within which 
the designers of the scheme had to work, little useful pur- 
pose would have been served by a more protracted con- 
sideration. The Act itself is full of references to 
ministerial responsibility, and a wary eye obviously had 
always to be cocked on political considerations. It would 
appear that the White Paper endeavours—and, let us say 
at once, we do not think successfully—to steer a middle 
course between the wishes of the Right and the Left. Many 
of the supporters of the Government would have pre- 
ferred to have seen a reversion to something much more 
nearly approaching private enterprise. Those in opposi- 
tion obviously would be thinking in quite a different direc- 
tion. 

From a transport point of view, there can be no doubt 
that the main need of the railways is some plan which will 
ensure a reasonable prospect of a considerable period of 
stability in organisation, notwithstanding any changes in 
the political swing of the country over a shorter or longer 
term. Anything in a scheme which invites change in the 
event of alteration in the government party of the day is 
deplorable from the viewpoint of transport efficiency. 

The scheme in the White Paper does just this. It 
incorporates provision for Regional boards, to which the 
Labour Party is known to be antagonistic. Moreover, 
from a purely practical point of view, it is difficult to see 
the justification for their introduction. The White Paper 
gives little detail of these boards, but their creation would 
not seem to be either necessary or desirable. A great deal 
has been said about the need for, and the intention of 
granting, much greater autonomy and responsibility to the 
Chief Regional Managers. This, we consider, to be funda- 
mentally sound, but, in our view, the effect. of creating 
boards is not on the least likely to assist this process. 
Either the boards will tend to become managerial in their 
functions, which will be bound to reflect adversely on the 
position of the Chief Regional Managers, or they will 
intervene between Chief Regional Managers and the Com- 
mission, which will whittle down his direct access to that 
body, and thus reduce his authority, or they will be negli- 
gible parties of nonentities who will serve no useful pur- 
pose and thus had better never to have been created. 
The White Paper certainly suggests that these boards 
should have considerable powers and if exercised the posi- 
tion of Chief Regional Manager must be diminished. 

Much will depend on the recruitment of the members 
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of these boards. Men of due weight and authority in 
industry, who, in pre-nationalisation days, were attracted 
to the boards of the main-line railways and, under a 
system of private enterprise, gave valued services, will not 
be drawn to the new boards if they are to serve merely 
as a further kind of consultative committee. If they are 
to do more, and if they are to assume managerial or 
executive function as is suggested, then they must in part 
supersede the Chief Regional Manager. 

A good deal of play is made of increasing competition 
or “emulation” between the Regions. That in itself 
would be admirable, but one must not overlook the fact 
that, in this respect, a very great deal must depend on the 
manner in which the centralised control of finance at the 
top is exercised. It is not possible, under any scheme of 
nationalised transport, to divorce some of the most import- 
ant aspects, such as finance, wage rates, and so forth, from 
central administration. Endeavours to do so would lead 
to a vastly complex arrangement which, while it might 
be an accountant’s paradise, is most unlikely to commend 
itself to the Commission. 

So long as finance is centralised, the freedom of action 
in fixing charges and so forth in the Regions must be 
circumscribed. The Chief Regional Managers, under any 
arrangement, must always be at the disadvantage of being 
responsible for receipts while having little or no say in 
the fixation of their costs. Within this limitation, which 
would be wholly unacceptable to a person of similar 
responsibility in the commercial field, there is no doubt 
that they will do their best, and it may well be that certain 
benefits will accrue, both to the public and to the Com- 
mission. 

The general tone of the White Paper shows clearly 
the strong hold which the Commission intends to keep 
on Regional affairs. Last October, in his presidential 
address to the Institute of Transport, Sir John Elliot 
warned his hearers that in whatever form the State-owned 
transport system was finally organised, he had no doubt 
that those in charge of it would find it necessary to insist 
on a firm centralisation of financial and charging policy, 
on a realistic control of its traffic handling, on the central 
design, manufacture and manipulation of equipment, on 
a code of clear and universally applied standards of 
engineering and technical services, and research. De- 
centralisation can have only a relative meaning under 
State ownership. 

We have restricted our comment on this scheme to the 
matters which appear to us to be fundamental. A great 
many of the rest of the proposals are more attractive than 
essential. The draughtsmen of the scheme must be con- 
gratulated on having put forward a case which has found 
widespread acceptance among those to whom it has been 
submitted. It has been cleverly done. Time will prove 
its value. Some will think that it might have 
been better to have continued what is known as 
the interim organisation, and to have endeavoured over a 
period to streamline that. One must not forget, however, 
that political considerations often make for impatience. 
It is not always possible to do the best, if that involves 
careful progress over a period of years, for political life 
is often short—far shorter than that of a railway system 
or of a nation which depends on it for much of its eco- 
nomic prosperity. 


London Fares Decision 


T HE decision of the Transport Tribunal on the British 
Transport Commission Passenger Charges Scheme, 
1954, no doubt will be disappointing to the Commission; 
and it is hard to see how, under the provisions of the 
Tribunal decision, the Commission now can obtain the 
revenue necessary to enable London Transport and the 
London area passenger services of British Railways to 
pay their way. In so far as the decision fails to enable 
the Commission’s services to be self-supporting, it is not 
conducive to sound finance, and as such regrettable in 
whatever manner it may spread the fares burden over the 
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travelling public. The scheme, which was lodged with 
the Tribunal on April 1, is subject to formal confirmation, 
but Mr. Hubert Hall, President of the Tribunal, gave the 
main details in a statement on July 9, which is summarised 
elsewhere in this issue. The decision is expected to take 
effect later this summer. One of its main features is the 
raising of the 34d. fare to 4d., which will doubtless prove 
unpopular with many of the travelling public and may 
indeed cause some loss of revenue by deterring potential 
travellers. 

The original estimate by the Commission of increased 
revenue to be yielded under the scheme was £5,300,000, 
made up of £4,300,000 from London Transport rail and 
road services and £1,000,000 from the London lines of 
British Railways. After hearing, for ten days, arguments 
for and against the provisions of the scheme the Tribunal 
suspended its sittings on June 4, and on June 10 announced 
its preliminary decision that the additional revenue to be 
obtained by the London Transport Executive through the 
scheme would be limited to £3,600,000, a reduction of 
£700,000 on the Commission estimate. The Commission was 
then asked to make suggestions which would give effect 
to this decision, and on June 22 the proposals were sent 
to the Tribunal. They contained a provision for increas- 
ing season ticket rates by amounts varying with distance 
instead of the flat rate increase on such tickets which was 
originally planned. The alteration was designed to com- 
pensate the Commission for losses which would be in- 
curred on the London lines of British Railways by the 
lowering of other fares in line with London Transport 
alterations giving effect to the requirements of the Tri- 
bunal. This suggestion as to season tickets was attacked 
by the London County Council and other objectors. The 
Tribunal stated that it was inequitable that, in modifica- 
tions made at the direction of the Tribunal for the pur- 
pose of reducing the total yields, season ticket holders 
should not merely have no relief, but should be asked to 
carry a heavier burden than in the original proposals. 

The annual yield anticipated from the scheme as modi- 
fied is £4,378,000; this is £922,000 a year less than the 
amount provided for under the scheme as originally sub- 
mitted. As a shortfall of £200,000 was expected from 
London Transport and British Railways lines in the London 
area, even if the scheme had been approved in its original 
form, it follows that there will now be a shortfall of some 
£1,100,000 in the London area finances. 


B.T.C. Pensions Scheme 
GREEMENT between the British Transport Com- 
mission and the trades unions on the terms of a pen- 

sion scheme for male employees in the wages grades was 
announced by Mr. Alan Lennox-Boyd, Minister of Trans- 
port & Civil Aviation, in the House of Commons on July 7. 
[his is the first such major scheme ever to apply to rail- 
way wage grades in this country. For contributions 
ranging from Is. 8d. to 2s. 5d. a week, according to age 
of entry, members of the main scheme will receive a 
pension of 30s. a week at 65 years of age, provided that 
they have completed 40 years’ membership. The pension is 
diminished proportionately for shorter periods of member- 
ship. An additional 8d.-lld. a week contributed by 
employees in certain senior grades will raise the pension 
to 40s. a week, the additional 10s. being paid after 35 
years’ membership of this part of the scheme, known as 
Section B. Details of the scheme are given on another 
page. It applies to male wages grade employees not only 
of British Railways, but of Docks & Inland Waterways, 
Hotels & Catering Services, London Transport Executive, 
and B.T.C. headquarters. The omission of road haulage 
employees from the list is significant, but probably inevit- 
able until the final pattern of the residual B.T.C. road 
services emerges. 

The scheme bears certain reseinblances to the national 
insurance pensions scheme, and must be considered in 
conjunction with it. That this is the intention of the Com- 
mission is borne out by the provisions contained in the 
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scheme for review in the event of changes in the national 
pension conditions. Both schemes have provision for 
increases in benefit for those staying at work beyond the 
age of 65. Under the new scheme normal pensions will 
be increased by one-fifteenth of the pension granted under 
the main scheme (Section A) and one-tenth of that 
granted under Section B for each year’s service after the 
age of 65 up to a maximum of five increases. For an 
employee qualifying for the full increase in each section 
this would mean a pension of 55s. a week if he worked 
an extra five years. At the same time he would qualify 
for an increment of Is. 6d. for himself and Is. for his wife 
for each six months of the five years under the national 
insurance scheme, making a pension of 79s. weekly from 
that source, and a total pension for a married couple of 
134s. weekly. This is admittedly a maximum figure, but 
with the expectation of life increasing as it is, many may 
be presumed to qualify for it by the time that younger em- 
ployees reach pensionable age. 

For all new employees aged 21-45 entry into the scheme 
will be compulsory after 12 months service. Existing staff 
will have a six-months’ option to join if they have com- 
pleted, or can complete, 20 years’ service by the age of 65. 
Existing employees aged 52 and over who join Section A 
will be given credit at the expense of the B.T.C. to secure 
for them a minimum pension of 9s. 9d. a week at 65. 
There are provisions for transfer values to other schemes. 

The cost of administration of the scheme will be borne 
by the Commission, and a central committee of 20 persons, 
10 appointed by the Commission and 10 by the trades 
unions, will be set up to carry out administrative duties. 
Benefits are provided equally from employees’ contribu- 
tions and by the Commission, and the cost to the B.T.C. 
has been estimated at £2,500,000 in a full year. This extra 
burden will add to the financial difficulties of the Com- 
mission and will by no means be covered by the increase 
in freight charges earlier this year. 

The scheme will add to the attractiveness of employ- 
ment in the service of the Commission, and should assist 
recruiting to the staff. It will certainly increase that 
security which has always been a feature of railway em- 
ployment. On the other hand, such security now is 
paralleled in other industries which also can offer higher 
wages and other more attractive terms of employment; 
and pension schemes today are becoming widespread. 


Ceylon Government Railway 
HE report for the year 1953 of Mr. M. Kanagasabay, 
General Manager, Ceylon Government Railway, 
shows a slight decline in traffic earnings, which were 
Rs. 70,143,273 compared with Rs. 70,929,866. The de- 
crease was under coaching traffic and can be ascribed to 
civil disturbances in August, 1953, increased road and 
air competition and a slowing of the tempo of industrial 
and commercial activity. Fares on the low-country sec- 
tion were increased by ten per cent and goods rates by 
10-25 per cent in August—too late for the result to be 
reflected clearly in earnings, particularly as a strike of 
some railwaymen in that month caused a loss of revenue 
estimated at Rs. 800,000. Increases in pay and allowances 
and in the price of materials contributed to the rise in 
expenditure from Rs. 83,240,309 to Rs. 85,567,204. 
Some of the principal results of the year and the pre- 
ceding year appear below :— 


1952-53 1951-52 
Passengers (number) 26,041,946 27.944,972 
Goods carried (tons) 1,581,590 1,614,054 
Rs. Rs. 
Coaching revenue 34,924,407 35,507,683 
Goods traffic revenue 30,823,650 30,662,480 
Total revenue as 70, 143,273 70,929,866 
Working expenditure 85,567,204 83,240,309 
Less ... mee - 15,423,931 12,310,443 


A new timetable was introduced on November 2. By 
adjustment of timings and use of new diesel-electric loco- 
motives, some through trains were accelerated; 50 min. 
have been saved between Colombo and Talaimannar, for 
example. As an experiment, sleeping berths are provided 
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for second-class passengers between Colombo Fort, Nanu- 
Oya and Bandarawela. The train control system was 
extended from Gal Oya to Batticaloa. Although fewer 
wagons were used, the tonnage conveyed in through 
wagon loads was greater and turnround quicker. 

There were 232 steam locomotives in commission on 
September 30; seven broad-gauge locomotives have been 
converted from coal to oil burning. The nineteen diesel 
locomotives in service by then included two narrow-gauge 
diesel-hydraulic units, and five main-line diesel-electric 
units of 1,250 h.p. forming part of am order for 25 placed 
with the Brush Electrical Engineering Co. Ltd. The 
number of diesel railcars in service remained at 23, all 
supplied by the English Electric Co. Ltd., including one 
de-luxe observation car. 

The number of passengers carried decreased by 
1,903,026 to 26,041,946; revenue was Rs. 24,743,023 com- 
pared with Rs. 25,735,803. Bus connections have been 
introduced at many stations to afford complementary ser- 
vices by road and rai!. A proposal to merge the road 
and rail carrier services in the railway system with a view 
to securing greater advantage of the provisions of the 
Motor Traffic Act is under consideration. 

Some new sidings were laid in for the Department of 
Industries. More progress was made in replacing weak 
bridges. Seven third-class, two second-class and 21 third 
brake coaches were imported and eight vans were locally 
built. The General Manager states that in consequence 
of the Government’s policy of inviting world-wide tenders, 
several foreign governments and private firms offered to 
supply materials required by the railway. Australian firms 
may now tender for rolling stock and plant and machinery, 
the Crown Agents for Oversea Governments & Administra- 
tions having agreed to arrange for the necessary inspection. 
The example of the Indian Railway Board in stipulating 
fixed prices for large contracts is viewed by the General 
Manager as One to be followed wherever possible. 

An effort is being made to use products made in Ceylon 
as far as possible. A major part of the railway’s require- 
ments is imported, and the increase in operating costs 
is in no small measure caused by the increased cost of 
freight. As an example, a ton of Indian coal delivered 
in Ceylon is priced at about Rs. 56, or twice the price in 
India. 


Electrification in the Ruhr 


7 HE great increase in traffic, both passenger and freight, 
following the expansion of industry in the Ruhr 
district of Germany at the beginning of this century led 
to the larger towns between Dortmund and Diisseldorf 
putting forward a scheme for a through high-speed 
electric line, but the Prussian Minister of Public Works 
declined to sanction anything of this kind, saying that by 
enlargements to the State Railways’ layout and improved 
services over their lines such unnecessary duplication of 
facilities could be avoided. Nevertheless what was 
effected in these respects up to the outbreak of the 1914 
war proved inadequate for the needs of the area. 
Proposals for a high-speed railway, to carry passengers 
only, between Dortmund and Cologne through Essen and 
Diisseldorf, were revived soon after the war. With certain 
branch connections the cost was estimated at 340 million 
marks, or about 3 million per route mile and a fair return 
thereon confidently expected. The system chosen was 
1,500 V. d.c., and running time with two-car trains 
between Dortmund and Cologne (74 miles) 77 min. The 
steam expresses then took 155 and today one type of rail- 
car takes 95 and another 126 min. with four short stops. 
This scheme also came to nothing. There was much 
Opposition from some quarters, including mining interests, 
while the deterioration of the general economic position 
and other factors diminished the prospects of such a line. 
The Reichsbahn, by that time in existence, signified its 
intention of considerably improving facilities in the dis- 
trict and put into operation the so-called Ruhr accelerated 
service of special, short, fast steam-hauled trains, with 
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station stops of only 30 sec., reference to which was made 
in our issue for June 6, 1933. It proved possible to run 
from Essen to Dortmund (21 miles) stopping at all stations, 
in 43 min., only 8 min. more than the previous semi-fast 
trains with three stops. No baggage was allowed in these 
trains which were drawn by tank engines, released by the 
electrification of the city lines in Berlin; in 1937 some of 
them were replaced by railcars. 

At the same time the Reichsbahn, in association with 
other transport undertakings, municipalities and chambers 
of commerce, began work on a comprehensive co-ordinat- 
ing plan for a general all-round improvement in the 
region but war once again intervened. It was recognised, 
however, that this could only mean postponement of 
dealing with a problem daily growing more urgent and 
in 1947 a commission was appointed to study and report 
on the introduction of electric traction throughout the 
Ruhr area. Its report appeared in 1950 and recommended 
a two-stage programme. 

The first stage was to cover 670 route miles—2,081 miles 
of electrically equipped track—over half of which was 
in the Essen Division and the rest divided among three 
others. The work was expected to take six years at a 
capital cost of 566 million D.M., including rolling stock 
but not generating plant and feeders. It proved im- 
possible in consultation with the provinces concerned, to 
raise this sum, and a reduced programme was worked 
out for lines from Hamm via Bochum to Essen, with 
connection through Steele to Duisburg and Diisseldorf, 
some 80 route-miles. The Province of North Rhine, 
Westphalia was prepared to find credits up to 90 million 
D.M., and in April, 1953, authority was given to begin 
work under a three-year plan. About 340 track-miles 
need to be electrified, about 83 per cent in the Essen 
Division. 

The question of the electrical equipment was put in 
the hands of the Central Engineering Department at 
Munich, which established local offices at Dortmund and 
Duisburg. The planning and construction of the over- 
head equipment was entrusted to three leading firms. 
Although the railway authorities naturally preferred to 
apply the already widely used 15,000-V. low frequency a.c. 
system, outside influences strongly pressed the claims of 
the 25,000-V. 50-cycle system. Much discussion took 
place but at the end of 1953 it was decided to continue 
existing practice. Local circumstances called for special 
consideration when deciding details. To allow of 
a 25,000-V. contact wire structure clearances would have 
had to be considerably increased and no fewer than 62 
overbridges raised or the track correspondingly lowered. 
With the 15,000 volt system the number was 49. Under 
the existing law the municipal authorities concerned have 
to provide 50 per cent of the cost of any such alteration 
but they usually take advantage of the circumstances to 
press for, and often obtain, improvements such as road 
widenings, beneficial to themselves and involving the 
railway management in much extra outlay. To allow for 
the subsidences due to mining operations the overhead 
structures and their foundations of course require to be 
arranged so as to be able to accommodate any disturbance 
of level with the minimum of trouble and interference 
with traffic 

The overhead contact line is being constructed for 
speeds up to 100 m.p.h. with a high margin of insulation, 
as steam services will continue to run over the route and 
there is considerable pollution of the atmosphere in the 
area. There will be sub-stations at Dortmund and Duis- 
burg, with a third later at Gelsenkirchen. A start was 
made with erecting the contact wire standards early this 
year. These and associated works will take five years to 
complete. It will be possible when bringing the 1956 
timetable into operation to institute an electric service 
taking 74 min. only between Dortmund and Diisseldorf, 
at last meeting a long expressed wish on the part of 
business circles, which it is hoped will bring back lost 
custom, gain new and allow the Bundesbahn to proceed 
with further electrification works linking up with the 
already converted routes in the South. 
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THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Passenger Timetables and Rolling Stock 


July 8 

Sir,—In the editorial comment in your June 25 issue, on 
Mr. G. F. Fiennes’s article on the planning of timetables to 
achieve the maximum use of rolling stock and locomotives, 
it is stated that in the former Southern Railway electrified 
network there are “insurmountable obstacles ” to change 
in the existing timetable arrangements. 

There is no doubt of the advantages that can be brought 
about by the replanning of services along the lines indicated 
by Mr. Fiennes, and it is known that British Railways are 
already working out the details for similar changes else- 
where. It is, however, to be hoped that once a completely 
new set of services has been brought in, it will not be over- 
looked that as a result of technical developments it may 
be possible within quite a few years to recast the timetables 
again with an even greater saving. In the Southern Region, 
schedules for electric trains have remained static or almost 
static since their inception before the war. While at the 
time of their introduction they represented a considerable 
improvement over the previous steam services, by present- 
day standards of electric train performance they have now 
become slow. 

In Belgium and Holland, for instance, there are regular 
timings of 55-60 m.p.h. start-to-stop over stages of as little 
as 15 miles. The complexity of the Southern electric lines 
and their services have a reasonably close parallel in 
Holland, where in each new timetable there are some slight 
changes, either decreasing the overall times or improving 
connections at various places. Existing stock in this 
country should be capable of higher speeds than at present, 
in view of the test runs on the London-Brighton line many 
years ago, when an overall time of less than 48 min. was 
achieved for the 504 miles. While not startling, this is one- 
quarter as fast again as the present overall speed. 

Yours faithfully, 
P. W. B. SEMMENS 
52, Belle Vue Grove, Middlesbrough 


Passenger Services in West London 


July 10 

Sir,—Although the West London Railway is a vital 
freight link, its passenger-carrying potentialities never have 
been fully developed, though a number of services have 
worked over these routes at various times. 

It is a pity that the whole route from Willesden Junction 
to Clapham Junction was not electrified when the former 
L.N.W., L.S.W., and L.B.S.C.R., three of the pre-group- 
ing members of the Joint Managing Committee, began 
electrification of their respective suburban passenger 
services. The different systems of electrification adopted by 
the three companies made conversion of the whole route 
impossible. The L.N.W.R. and its successor, the L.M.S.R., 
had running powers to East Croydon and formerly operated 
a through service to that station from Willesden Junction. 
The electric service inaugurated by the L.N.W.R. in 1914 
between Willesden Junction High Level and Earls Court 
was withdrawn in 1940, and most of the electrical equip- 
ment has now been removed. 

Lightweight diesel units would surely be the most effective 
means of operating a through service between Willesden and 
Clapham. The aim should be not merely to improve traffic, 
but also to attract new traffic. The West London line would 
be an ideal testing ground for diesel operation in the London 
area. It traverses populous industrial and residential areas. 
Two principal sports grounds, the White City and Stamford 
Bridge, and the large exhibition halls of Olympia and 
Earls Court lie alongside the route. The eventual replace- 
ment of trolleybuses on the rather circuitous route between 
Willesden and Clapham is another factor in favour of a 
direct and frequent rail service between these points. 

Later, consideration should be given to the extension of 


the service north of Willesden and south of Clapham 
Through bookings covering all London Midland Region 
suburban stations in the north-west area and Southern 
Region stations in the south-west suburbs should be 
introduced. 

To derive the maximum benefit from the new diese! 
services, it is essential that connections with the Metro- 
politan and District lines be established at Kensington 
Olympia. The Metropolitan service which formerly 
started at Edgware Road, should be restored, terminating 
at either Olympia or Earls Court. To cater for Olympia 
traffic, certain trains could be extended from Edgware Road 
to Kings Cross, using the hitherto unused terminal plat- 
forms there. Alternatively, why not a new  peak-hour 
Outer Circle Service, using the Latimer Road spur and 
joining the District at Earls Court? These trains could 
supplement the Inner Circle service. The present exhibi- 
tion feeder service between Earls Court and Olympia is 
limited in scope, as it is easy of access only from the 
District and Piccadilly lines. 

Yours faithfully, 
EDWARD TREBY 
20, Ravensdale Avenue, North Finchley, N.12 


German Locomotive Performance 


July 9 

Sir,—I read with interest the editorial note on the per- 
formance of the German Federal Railway class “23” 
locomotives in your issue of July 2. The comparison 
between these §3-ton 2-6-2s and the recently publicised 
improved “King” class of British Railways, Western 
Region, shows the latter in a rather poor light. 

The Western Region engine, evaporating over 30,000 Ib. 
of steam per hour and producing approximately 2,000 i.h.p., 
had so much internal resistance that only 1,400 h.p. was 
recorded at the drawbar. From published data, it can be 
seen that the d.b.h.p. fell to about 1,200 at 80 m.p.h. The 
German engine, although it has a somewhat lower steam 
production note (28,600 lb./hr.) was able to produce 1,650 
d.b.h.p. As the primary function of a locomotive is to haul 
a train, the d.b.h.p. is the most important performance 
figure. It is also noticeable that this performance was 
not attained at the expense of fuel consumption, as a 
maximum thermal efficiency of 9:49 per cent was attained, 
with 8 per cent over a wide speed range. 

Engineers in this country seem to be paying too much 
attention to the amount of steam a locomotive will 
produce whilst neglecting the importance of what the 
steam does, once evaporated. The diehard retention of 
isingle-orifice exhaust systems involves much waste of 
power. With this type, the only way to create a sufficiently 
high smokebox vacuum is to restrict the diameter of the 
blast pipe cap, thereby causing excessive back pressure in 
the cylinders. In the German design a Kylchap exhaust 
is included. Such a system would no doubt improve the 
“King” class very noticeably. 

In making this criticism it has been borne in mind that 
the new German engine has been compared with an obsoles- 
cent type of British locomotive, but in view of the similarity 
in boiler size this has been deemed fair enough. 

Yours faithfully, 
A. E. DURRANT 
Redville, High Street, Swindon 








New CONSTRUCTION IN COLOMBIA.—Work on the construction of 
the Magdalena Railway in Colombia is continuing and it is 
probable that the section from La Dorada, the northern terminus 
of the British-owned Dorada Railway, to Puerto Berrio will be 
in service this year. This project was described in an article, with 
map, in our March 27, 1953, issue. 
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Dulcet Tones at Dijon 

At Dijon, passengers arriving by train 
are greeted by songs of the region 
broadcasted over the station loudspeaker 
system; typical songs have been specially 
recorded for the railway by the choir of 
the Chevaliers du Tastevin. In addition, 
information about train changes is 
interspersed with details about the 
capital of Burgundy, including its wines 
ind current events of interest. 


Dinner in the Diner 


The recent news of the Pullman Car 
Company’s take-over by the railways 
reminds me that at Cheadle Heath 
Station, a few miles from Manchester, 
is one of the four original Pullman 
dining cars bought by the old Midland 
Railway in 1883 to challenge the first 
dining cars introduced by the Great 
Northern Railway four years earlier. 
The four Pullmans .. . were for the use 
of first class passengers only on the St. 
Pancras-Manchester Central run. Now, 
71 years later, the Cheadle Heath Pull- 
man is still in use as a diner, not, it is 
true, for first class passengers but as a 
messroom for carriage cleaners from the 
nearby sidings—From ‘“ The Man- 
chester Guardian.” 


Sugar Engine 

The remarkable piece of confection 
shown in the accompanying illustration 
was made by a well-known London firm 
of caterers to the order of Mrs. P. C. 
Allen to adorn a cocktail party given to 
celebrate the publication of her hus- 
band’s latest book, “Locomotives of 
Many Lands ” (reviewed in our June 25 
issue), The engine is an unusually faith- 
ful model of an American-built loco- 
motive of the Chilean railways, a photo- 
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THE SCRAP HEAP 


graph of which is on the cover of the 
book and is complete with most, if not 
all, external fittings and guarded by 
miniature “Beware of the Trains” 
notice boards. The sugar locomotive was 
the centre of so much attraction that 
a guard had soon to be set over it to 
prevent its being eaten! 


Brazilian Centenary 
The Brazilian Government has issued 
a stamp, reproduced in the accompany- 
ing illustration, to commemorate the 
centenary of Brazilian Railways, which 
occurred on April 30. As reported in our 
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Stamp commemorating Brazilian 
railway centenary 


July 9 isue, the first line in the country, 
from Maua to the foot of the Petropolis 
Hills, has been declared a 
monument and the gauge altered to suit 
Baronesa, the 2-2-2 locomotive supplied 
in 1854 by Fairbairn which is depicted 
on the stamp. 

At the opening ceremony of the line, 
on April 30, 1854, Irineu Evangelista de 
Souza (later Baron Maua), the “ Father 
of Brazilian Railways” addressed the 
Emperor Dom Pedro II: “ This railway, 
Sir, must not stop here; and if I can 





A model in sugar of a Chilean 2-6-0 
dust jacket of ‘‘ Locomotives of Many Lands”’ by P. C. Allen 


locomotive of the type depicted on the 


historic * 


count on Your Majesty’s protection 
assuredly it shall not stop until the most 
spacious of its stations rises on the left 
bank of the Rio das Velhas.” 

The Rio das Velhas is some 500 miles 
away. 


Formula 

I have my own cure for the people 
who persist in smoking in non-smoking 
compartments of trains. If a polite re- 
minder has no effect, I take the offend- 
ing cigarette and toss it out of a 
window. I have often been threatened 
with assault, but | have always man- 
aged to quieten such threats. It is quite 
a simple formula. It is the duty of 
every citizen to prevent the commission 
of a crime if he can. A _ lighted 
cigarette in a non-smoker is in just the 
same category as the axe in the hands 
of a would-be murderer.—From a letter 
to the “ Evening Standard.” 


To a Lady 
(The “ Cornish Riviera Limited,” 50 
years old, July 1, 1954) 
The vaulted roofs of Paddington 
Re-echo to the sound 
Of brazen-tongued modernity, 
But ghosts are hovering round. 


Hush! Can you hear a whispering 

Rustling around the eaves 

From shades in frock-coats and top- 
hats 

And leg-of-mutton sleeves? 


A lady has a birthday here, 

She’s fifty, so they say; 

She wears her years with all the charm 
That graced an earlier day. 


This is no flaunting, flighty miss, 
No consequential dame, 

But one whose name ranks highly in 
The chronicles of fame. 

The tricks of stream-lined glamour girls 
Are treated with disdain; 

The “Cornish Riviera” is 

No ordinary train. 


Daily she takes the long, long road 
Out to the Western Seas, 

Glad to escape the city’s thrall 
And breast the ocean breeze. 


Daily she frees the frontier 

Where the proud Duchy lies, 
Compound of beauty and romance, 
Of marvel and surprise. 


And, though iconoclastic hands 
Are itching to destroy 

So many lovely things today, 
Beauty is still a joy. 


I like to think that, in the years 
That lie beyond the dawn, 
These grand old links with yesterday, 
Somehow, will linger on. 
a 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 


Port Elizabeth Express Goods Service 

An express railway goods service was 
introduced between Johannesburg, 
Germiston and Port Elizabeth on 
June |. The new service, which is initi- 
ally experimental, is similar to the 
express goods service which has been 
operating between Johannesburg and 
Cape Town for some time. 

Goods sent by rail from Germiston, 
Sohannesburg and Port Elizabeth are 
delivered on the third day after despatch 
unless it is a Sunday or public holiday. 
As an example, goods loaded at Johan- 
nesburg on Mondays are delivered in 
Port Elizabeth on Thursdays. Both at 
Johannesburg and Germiston, goods for 
the express goods train are accepted 
until 3.30 p.m. The traffic is carried in 
special wagons attached to a through 
train, scheduled as a mixed train. 


INDIA 
New Western Railway Lines 

The Railway Board has sanctioned 
the contruction of a 20-mile metre- 
gauge line from Gop to Katkola on the 
Western Railway at an estimated cost of 
Rs. 41-41 lakhs. 

The Gop-Katkola line will be an ex- 
tension of the Kanalus-Gop line, and is 
intended to provide a shorter route for 
the transport of limestone from the 
quarries at Ranavar to Mithapur, near 
Port Okha. 

The Railway Board has also sanc- 
tioned a traffic survey to be carried out 
by the Western Railway for a metre- 
gauge line from Fatehpur to Churu. 


Air-Conditioned Coaches 

There are 52 air-conditioned coaches 
running on the Indian Railways, accord- 
ing to information given in the House 
of the People by the Deputy ‘Minister 
for Railways & Transport. Seventeen 
are in use on the Western Railway, 12 
on the Eastern, 11 on the Central, seven 
on the Southern, and five on the North- 
ern. 


Accidents Enquiry Committee 

The Committee set up by the Govern- 
ment to study and analyse the causes of 
accidents on the railways met some of 
the non-official members of the Zonal 
Railway Users’ Consultative Committee, 
Bombay, at the Western Railway Head- 
quarters Office at Churchgate recently. 
It consists of Shri Shah Nawaz Khan, 
Parliamentary Secretary to the Minister 
for Railways & Transport (Chairman), 
Shri P. N. Mubayi, Chief Government 
Inspector of Railways (Member), and 
Shri N. S. Sen, Retired General Manager 
of the former B.B. & C.I. Railway 
(Member). 

The terms of reference of the Com- 
mittee are to study the reports of en- 


(From our correspondents) 


quiries into all train accidents on all 
Indian Railways which have taken place 
since January 1, 1953, and analyse their 
causes; to examine how the recom- 
mendations made by the investigating 
officers have been dealt with and those 
accepted by the Railway Board or the 
Railway Administrations have been 
implemented; and to make _ recom- 
mendations with a view to reducing the 
number of such accidents. 


CANADA 
C.N.R. Earnings 

In May, Canadian National Rail- 
ways operating revenues dropped to 
$52,587,000, a decrease of $7,632,000 
compared with the corresponding month 
of last year. Operating expenses this 
year were $51,601,000, compared with 
$56,014,000. 

Aggregate figures for the first five 
months of 1954 show a falling off in 
gross revenues of $27.559,000. Expenses 
were reduced $20,003,000, and_ the 
result is a decrease in net revenues of 
$7,556,000, compared with the corre- 
sponding period of 1953. 


U.S. Co-operation in Coach Building 

Mr. N. R. Crump, Vice-President, 
Canadian Pacific Railway, has 
announced that the first coaches of the 
order for 173 streamline stainless steel 
coaches being built by the Budd Com- 
pany at Philadelphia, will be delivered 
this month and in July. The order will 
be completed early next year. 

The contract was placed with the 
Budd Company as its works was the 
only one equipped to turn out the stock, 
which is to be used on transcontinental 
service, but approximately $7,000,000 
worth of component parts are being 
produced by twenty-four Canadian 
firms. Many of the Canadian orders call 
for equipment of a type never before 
produced in Canada, such as seats and 
chairs and air-conditioning installations. 


UNITED STATES 

The “ California Zephyr ” 

One of the most 
United States long-distance services 
during recent years has been the “ Cali- 
fornia Zephyr,” operated jointly by the 
Chicago, Burlington & Quincy, Denver 
& Rio Grande Western, and Western 
Pacific Railroads. One of the first trains 
in the U.S.A. to be equipped with dorhe 
observation cars, it passes over a route 
which for much of its length is highly 
scenic, particularly through the Rocky 
Mountains west of Denver, where the 
line runs at above 4,000 ft. altitude for 
1,200 miles continuously, and attains a 
maximum altitude of 9,200 ft. in the 
Moffat Tunnel. The schedule is so 
arranged that the most scenic sections of 


successful of all 


the route are travelled through in th 
daylight hours. 

Leaving Chicago at 3.30 p.m., and 
reaching San Francisco (by ferry from 
Oakland) at 4.50 p.m. on the second day 
the “California Zephyr,” with _ its 
journey of 51 hr. 20 min., does not nearly 
equal in time the 404 hr. of the Norther: 
Western-Union Pacific-Southern Pacific 
* City of San Francisco,” and the differ 
ence between the respective eastbound 
times of 524 and 40 hr. is even greate1 
but the comfort and scenic attraction o! 
the “California Zephyr” route are so 
great that its average passenger occupa 
tion of 212 occupied places eastbound 
and 209 westbound is within 90 per cent 
of capacity. Though passenger revenues 
generally were down last year, those of 
the “California Zephyr” went up by 
1-6 per cent. In addition to through 
service, this train gives valuable service 
to such important intermediate cities as 
Denver, Salt Lake City, and Ogden. 


New Suburban Stock for New Haven 
The New York, New Haven & Hart- 
ford Railroad has taken delivery of 100 
new coaches for its multiple-unit elec- 
tric services in the New York. area 
These vehicles, though of single and not 
double deck type, and of exceptional 
length, accommodate no fewer than 120 
passengers each, five abreast, in 24 rows 
of seats. Each car has a lavatory at one 
end, and entrance vestibules at both 
ends; entrance and exits are at the ends 
only. The equipment includes fluores- 
cent lighting, thermostatic heat control. 
and ignitron rectifiers for current con- 
version. Each car has cost $173,000. 


ARGENTINA 
Accident to El Cordobés 

The daylight tourist express * El Cor- 
dobés” suffered a serious accident 
while running between Buenos Aires 
and Cordoba on June 18. Because of 
the breakage of an axle between Atucha 
and Alsina, the buffet coach and a 
second class coach derailed, obstructing 
both tracks and causing serious injuries 
to seven passengers and five railway 
employees. Fortunately the morning 
Rosario to Buenos Aires express, in the 
opposite direction, was running late and 
was stopped in time, or the conse- 
quences would have been much more 
serious. Considerable damage was 
done to the permanent way, but traffic 
was able to run through in both direc- 
tions by the evening of the same day. 


BRAZIL 


Financial Assistance for Railways 

The National Bank for Economic 
Development, founded in 1952, has 
made the following loans in Brazilian 
currencies to date to finance railway 
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eforms: Central, £23,631,760; Rio 
Grande do Sul £1,487,302; Santos- 
jundiai, £1,880,000; Goias, £4,496,880; 
“aulista, £1,734,279. Periods for refund 
of loans range from 12 to 20 years, with 
nnual rates of interest varying between 
ix and seven per cent. 

The Bank also advanced the equiva- 
ent of £1,000,000 to Industrias Reunidas 
Ferro e Aco (I.R.F.A.) to extend its 
nstallations. This undertaking is build- 
ng 12 electric locomotives for the Leste 
Brasileira, of which eight have already 
been delivered. 


ITALY 
Porta Nuova Station, Milan 

The projected Porta Nuova station at 
Milan, intended to replace the existing 
station which is no longer adequate for 
traffic requirements, will be situated in 
1 part of the city which has, in the inten- 
sive development of recent years, become 
a focal zone. 

The station will cater almost exclu- 
sively for the heavy peak-hour passenger 
traffic from and to surrounding districts. 
Of the 22 platform roads to be provided, 
six (those of the Monza line) are pro- 
jected close to the street exits; and ten 
other tracks (Varese line) terminate at 
the circulating area fronting the station 
premises. The six remaining tracks are 
exclusively for stabling, cleaning and 
servicing rolling stock. 

The tracks near the station will be con- 
siderably lowered to permit the construc- 
tion of overbridges giving adequate road 
connections across the railway area. The 
plan provides therefore for a multi- 
storey building on the left-hand side 
(facing the station), and a building of 
medium height on the right, connected by 
a low building in the centre. The build- 
ing on the left will contain, at ground 
floor level, the station premises and lava- 
tories as well as shops along the street; 
its upper storeys will contain flats for 
station staff. The low building in the 
centre will contain the waiting room and 
cloakrooms, the cafeteria, newspaper and 
tobacco kiosks. In the building on the 
right the ground floor will contain the 
circulating area, booking offices, station- 
master’s offices, entrance and exit portals, 
and the upper floors are reserved for rail- 
way Offices. 


SWITZERLAND 


Diesel Rack Locomotives 

The Monte Generoso rack railway 
near Lugano has replaced its steam 
locomotives by twelve-cyl. diesel loco- 
motives. The line is six miles long and 
of 0-8 m. gauge, and the Abt rack is 
used. The diesel locomotives can 
propel two coaches instead of one, at 
a speed of 7-4 m.p.h. The journey time 
is reduced by 20 min. to about an hour. 


Transport of Cars Through Tunnels 


During Easter the Federal Railways 
conveyed through the Gotthard Tunnel 
8,803 motorcars, 115 motorcoaches and 
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1,621 motorcycles. Both regular and 
special trains were used for their trans- 
port; 46 special trains were run on 
Good Friday and 48 on Easter Monday. 

From the Thursday afternoon to Fri- 
day at noon, a violent snowstorm swept 
over Géschenen. Nevertheless, thanks 
to excellent organisation, the station re- 
mained open, so that 60 road vehicles 
could be loaded and unloaded within 
10 to 12 minutes. The trains carrying 
cars through the tunnel had to be 
speeded up and, because the increase of 
passenger traffic, there were, in some 
cases, Six express trains instead of one. 

Cantonal police forces at both ends 
of the tunnel established an excellent 
organisation to ensure speedy loading 
and unloading of cars. During the 
Easter weekend, 858 cars were trans- 
ported by train through the Simplon 
Tunnel. 


BELGIUM 


Brussels Junction Railway 

During a discussion before a Com- 
mittee of the Belgian Chamber of 
Deputies of the Budget of the Ministry 
of Transport fresh information was given 
concerning the plans for the completion 
of the Brussels Junction Railway. The 
current plans provide for the completion 
of all the works by the end of 1959, but 
a special effort is to be made to advance 
the date to complete the works by the 
time of the international exhibition to 
be held in Brussels in 1958. 

At the Midi Station the next step will 
be the completion of the works in the 
quadrilateral area containing the pro- 
posed bus station, premises for post office 
and police, and shops. By the end of this 
year, tenders will be invited for the con- 
struction of a road tunnel to facilitate 
traffic movement in the vicinity of the 
station. This work will be followed by 
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the final remodelling of the approach 
roads and car parks. 

Work is proceeding on the structure 
of the new railway headquarters build- 
ings facing the Avenue Fonsny. Demoli- 
tion of the old Nord Station will be 
carried out in two stages. During the 
first stage, beginning in August, the 
wing facing the Rue du Progrés will be 
demolished so that a beginning can be 
made in 1955 with the proposed widen- 
ing of this street; the widening of the 
Rue du Brabant will follow. 

Contracts for the construction of a 
tramway tunnel, close to the new Nord 
station are to be signed by the end of 
1955. Details of the layout of roads and 
car parks in this area remain to be 
settled. The same applies to the ultimate 
use of the area freed by the removal of 
the old Nord terminus which may be 
used partly as public open space, partly 
for new buildings. Contracts for the 
remaining works at the new Nord high- 
level station are to be signed at the end 
of this year. 


FRANCE 


Mechanisation of Yard Cranes 

Many yard cranes on the S.N.C.F. 
are still manually operated, and con- 
sideration has been given to various 
means of mechanisation. Internal com- 
bustion engines rather than electrifica- 
tion are favoured for the reason of their 
lower installation costs and greater 
mobility. 

Many cranes have now been conver- 
ted. A frame carrying a reduction gear 
and motor has been attached to the base 
of the crane; the motor operating the 
existing chain shaft by means of gears 
and chains. The apparatus has been 
kept as small as possible; lifting speed 
is approximately 5 ft. per minute. 











Express hauled by a 2-D-2 locomotive on the electrified Paris-Lyons main 


line of the French 
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Reorganisation Scheme for British Railways 


White Paper embodying the proposals of the British Transport Com- 
mission as submitted to the Minister of Transport & Civil Aviation 


D URING the passage of the Trans- 

port Bill in 1953, the Government 
undertook that a White Paper should be 
introduced into both Houses of Parlia- 
ment containing the proposals for the 
reorganisation of the railways, and that 
this should be the subject of debate in 
both Houses. The Minister of Trans- 
port & Civil Aviation was then to con- 
sider all that was said in the debates 
on the White Paper before tabling 
the Draft Order embodying the reor- 
ganisation scheme and _ seeking the 
affirmative resolution of both Houses. 

The White Paper (Cmd. 9191), pub- 
lished earlier this week, consists of a 
short statement introducing the sub- 
missions of the British Transport Com- 
mission to the Minister, Mr. Alan 
Lennox-Boyd. 

In accordance with the provisions of 
the Transport Act, 1953, the explana- 
tory statement points out, the Com- 
mission submitted to the Minister on 
April 15 last a scheme for the reorgan- 
isation of British Railways, and the 
Minister has consulted with “such 
bodies representative of classes of 
persons likely to be specially affected by 
the scheme, as he thought fit, and with 
the National Coal Board.” The bodies 
concerned include the Federation of 
British Industries, the National Union 
of Manufacturers, the T.U.C., the 
National Farmers’ Union, the Scottish 
Council (Development & Industry), the 
County Councils Association, the 
L.C.C., and the Central Transport Con- 
sultative Committee. 


Scheme Acceptable to Bodies Consulted 


Those consultations are stated to have 
shown the scheme to be generally 
acceptable and, in particular, acceptable 
in making possible a proper degree of 
decentralisation of management and 
control, and as being sufficiently flexible 
to allow for the development of regional 
management as experience develops of 
the Area Authorities which the Com- 
mission proposes to appoint. 

As a result the Minister, in consulta- 
tion with the Secretary of State for 
Scotland, as the Act requires, “ has seen 
no necessity to suggest any modification 
of the Commission’s scheme as 
originally submitted to him, nor has he 
thought it necessary to suggest, except 
in One or two minor ways, any modifica- 
tion of the covering, statement which 
accompanied the scheme.” 


Clarification of Responsibilities 


The Minister agrees-with the Com- 
mission’s view that the scheme must be 
widely drawn and flexible if it is to 
facilitate development of decentralised 
management, but “is aware that, 
although it is generally recognised that 
it is not possible at this stage to be in 
all respects precise, a greater clarifica- 


tion of the relationship between the 
Commission, the Area Authority, and 
the Chief Regional Manager would be 
welcomed.” He therefore consulted the 
Chairman of the Commission, Sir Brian 
Robertson, who informed the Minister 
as follows :— 

(a) The British Transport Commis- 
sion is a policy forming body. 

(b) The Area Authorities are also 
policy forming at area level, and super- 
visory.. They are not intended to be 
executive organs of day-to-day manage- 
ment, nor will they be suitably com- 
posed for that purpose. In this they 
resemble the boards of the former rail- 
way companies. 

(c) In spite of (a) above, there are 
certain matters of day-to-day manage- 
ment requiring general treatment. The 
wagon stock, for example, must be 
managed so that it is put to the best pos- 
sible use throughout the country; some 
large undertakings prefer to do their 
business with British Railways by 
negotiation at the centre instead of 
separately in the six Regions. The focus 
for these and like matters must be 
within the Commission headquarters. 
The organisation at Commission head- 
quarters is not final in that respect yet, 
but it can be taken that a clear focus 
for these matters of executive railway 
management will have to exist, in 
addition to the Commission's policy- 
making machinery. 

(d) Direct contact must exist between 
this element of executive management 
with Commission headquarters and 
executive management in the person of 
the Chief Regional Managers. As new 
policy often is initiated by discussion 
between those who are responsible for 
the daily operation of existing policy, 
this is an additional reason for direct 
contact between them. This is no more 
a by-passing of the Area Authority 
than it is a by-passing of the Commis- 
sion. It is “merely two policy-making 
bodies freely admitting that a number 
of day-to-day matters can be settled by 
their executive organs, and that contact 
between them is desirable and helpful.” 
The chain of responsibility is from 
Commission to Area Authority, and 
from Authority to Chief Regional 
Manager. 

(e) The Commission will look to the 
Area Authorities for a very real con- 
tribution towards’ increasing the 
efficiency of the. railway industry. In 
this, they are representing the Commis- 
sion and relieving the Commission of 
work. “They are not an opposition 
firm.” 

(f) As experience is gained, the Com- 
mission hopes to delegate other func- 
tions to the Area Authorities not 
directly concerned with railways, and 
provision is made in the scheme for 
this purpose. Thus, although the 
Authorities will only be responsible for 


railways at the outset, it is contem- 
plated as other factors become clear that 
their functions may be extended. 

The introductory statement ends by 
saying that the Minister commends the 
Commission’s scheme to Parliament “as 
one which will in his view give full 
effect to the policy for the efficient 
management of the railways within the 
provisions of the Transport Act, 1953.” 


Submissions of B.T.C. to Minister 

The submissions of the Commission, 
reproduced in the White Paper after the 
brief introduction summarised above, 
consist of two sections, an explanatory 
statement, and the proposals themselves, 
termed the British Transport Com- 
mission (Organisation) Scheme, 1954. 

The explanatory statement outlines the 
duty of the Commission under the Act 
of 1953 to submit a scheme for railway 
reorganisation to the Minister, and des- 
cribes the various developments in the 
organisation of the railways between 
grouping, in 1923, and nationalisation in 
1948, showing the constant changes that 
took place during this period, and the 
different organisations of the several 
railways. 

Dealing with the functional organisa- 
tion of British Railways under the Act 
of 1947, the Commission’s explanatory 
statement points out that this was neces- 
sary to secure unification in the 
early stages, but that “it became 
obvious from 1951 onwards that a 
fundamental change in the railway 
organisation would be required in the 
near future. The system of departmental 
control and centralised management was 
appropriate for the initial period . . . but 
it was never intended that the railways 
should be organised permanently in this 
centralised manner, and before 1951 
steps had been taken to delegate ad- 
ditional responsibility to the Regions. 
The time was approaching when depart- 
mental control could be transferred in 
the main to Chief Regional Managers.” 


Interim Railway Organisation 


The interim organisation is described 
which was set up in October, 1953, con- 
sequent on the Transport Act, until the 
statutory organisation under the Act is 
brought into operation. Emphasis ‘is 
laid on the degree of decentralisation and 
on abandonment of the functional 
system of management with particular 
reference to the new, non-functional 
responsibilities of the Commission head- 
quarter staff after abolition of the 
Railway Executive. 

“The Commission intends,” it is 
stated, “that the reorganisation of the 
railways should include and be developed 
from the principles of the Interim 
Organisation.” Emphasis is laid on the 
necessity for flexibility and freedom in 
proposals for reorganisation. 








Le 


KUM 


ae tet ot oe te 


ae ae 





VS “— 


ee ON ee 





KUM 


July 16, 1954 


The scheme is required to provide for 
the reorganisation of the railways, but 
ii should also allow for the possibility 
of changes in the organisation of the 
Commission covering other forms of 
transport at some future time. In pre- 
paring the scheme, therefore, the Com- 
mission has had regard to this. 


Railway Areas 


The Commission has reached the con- 
ciusion that either the larger of the 
existing six Regions must be broken up 
into smaller Regions, or there must be 
introduced a definite measure of manage- 
ment decentralisation within them: func- 
tional decentralisation is not sufficient. 
In view of the major upheaval which 
important alterations to the Regions 
involve, the Commission has decided in 
favour of the latter alternative for the 
present time. 

This creation of subordinate organs of 
management within the Regions would 
provide for railway users a more direct 
and rapid contact with the railways of an 
authoritative nature; would assist the 
staff by removing their feeling of remote- 
ness from the management; and would 
increase the efficiency of the departments 
by introducing more effective supervision 
and co-ordination on the spot and by 
encouraging initiative from below. Plans 
for this decentralisation are being worked 
out, 

This will not, however, affect the initial 
establishment of the existing six Regions 
as the areas for the purposes of the Act, 
though the Commission asks that the 
scheme be worded to afford freedom in 
making any adjustments required in the 
light of experience. 


Area Boards 

The vesting of responsibility in area 
boards rather than in the Chief 
Regional Managers is advocated “ with 
proper precautions to ensure that they 
[the boards] understood their role and 
were imbued with a sense of loyalty to 
the Commission as a whole.” Mem- 
bers drawn in part from outside the rail- 
way industry would bring to the area 
organisations their knowledge of public 
and business requirements, and new 
ideas on methods and practices. 

There is, it is admitted, ““a danger 
that by the establishment of boards as 
the area authorities an element pro- 
ductive of friction and lack of cohesion 
may be introduced.” The Commission 
is, therefore, strongly and unanimously 
of the opinion that it alone should 
appoint the persons who would con- 
stitute the area authorities. The 
number comprising each area authority 
should be limited to a maximum of 
seven (including the chairman) and a 
minimum of three. One or more of 
them should be a Member of the Com- 
mission. The period of appointment 
should be two years with eligibility for 
re-appointment. It is not thought that 
the members or chairman would re- 
quire to devote their whole time to the 
work of the authorities. The Commis- 
sion would remain the employers of the 
staff. It would also be the body to sue 
and be sued. 
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The responsibilities of the area 
authorities in relation to the railways 
would be: (a) to exercise as organs of 
the Commission general supervision of 
the railway system within their areas; 
(b) to promote initiative in improving 
the service and in effecting economies, 
making appropriate recommendations 
to the Commission where matters 
affecting general policy are concerned; 
(c) to submit such budgets and fore- 
casts of capital and revenue expendi- 
ture as the Commission might require; 
(d) to exercise those powers which were 
specifically delegated to them by the 
Commission in regard to approval of 
expenditure, appointments, establish- 
ments, and so on; (e) to ensure that 
contact was maintained with those who 
use the railways within the areas; and 
(f) to encourage loyalty and esprit de 
corps among the staff and to ensure 
attention to the welfare of the staff. 


Chief Regional Managers 


Within the framework of their 
responsibilities to the Commission, the 
area authorities would be responsible 
for the management of the railway 
systems in their areas, but they would 
leave the day-to-day management to 
their Chief Regional Managers. The 
chairmen of the area authorities and 
the Chief Regional Managers would 
attend meetings of the Commission at 
regular intervals. 


Uniforms and Liveries 


In connection with staff uniforms, it 
is considered that it would stimulate 
local pride if the Regions were allowed 
to display their individual identity in a 
more distinctive manner. As regards 
liveries for coaching stock, there are 
practical difficulties in completely re- 
storing individual colours; many trains 
pass through different Regions, and 
there are other complications. The 
Commission is not opposed to indivi- 
dual colours where practicable and is 
prepared to consider the matter. 


Docks and Inland Waterways 


The docks and inland waterways will 
not be transferred to the Regional rail- 
way management. “The experience of 
separating the docks, other than the 
packet ports, from the railway has been 
fully justified,” it is stated, “and the 
financial results confirm this. It is a 
specialised business and not part of the 
work of those who manage railways.” 


Names of Areas 

The changes which were made in 
1948 make it impossible to go back to 
the old names even if this were desir- 
able. Moreover, the present Regions 
have already acquired some esprit de 
corps, and it is the view of the Com- 
mission that they should remain. 


Hotels and Catering Services 


The Commission does not consider 
that the scheme should provide for the 
hotels to be included in the regional 
railway management as such. The 
Chief Regional Managers already have 
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enough responsibility “ without having 
attached to them activities like hotels 
which, under modern conditions, have 
litle to do with public transport and are 
a specialised business.” 

As to refreshment rooms and cater- 
ing services in trains, the B.T.C. 
Catering Services should elect a senior 
officer for each Region, to be attached 
to the staff of the Chief Regional 
Manager. 


Area Operating Costs and Statistics 


The Commission will continue to pro- 
duce and publish operating statistics. 
The form and scope of such statistics 
are a matter for constant review, and the 
Commission will improve, as possible, 
the compilation of statistics designed to 
stimulate comparison and emulation 
between the areas. Because of the nature 
of operations of British Railways, how- 
ever, and having regard to the volume 
of traffic not confined within the boun- 
daries of geographical areas, there is no 
possibility of constructing a profit and 
loss account which will significantly 
reflect either the revenues and expendi- 
tures really attributable to a given area, 
or the relative efficiencies of area 
managements. “ There is no doubt that 
the efficiency of British Railways as a 
whole has been vastly increased by the 
unifications achieved in the last 15 years, 
but the more unified the working of a 
railway system becomes, the more diffi- 
cult it is to produce net revenue accounts 
of significance and validity for each area 
separately.” 


Charges 


The Transport Act, 1953, reserved to 
the Commission the general control of 
the charges to be made for the services 
and facilities provided. The Commission 
must deal with the general policy with 
respect to charges, particularly the for- 
mulation of the Charges Schemes 
required by the Act and any general 
changes in the level or form) of the 
charges structure. In connection with 
the quotation of individual rates, how- 
ever, the Regional managements would 
have, as they have under the Interim 
Organisation, freedom to act themselves 
within limits varying according to the 
nature of the business. There would 
be close consultation with the Commis- 
sion, or their specialist staff, on those 
aspects of policy or charge on which they 
required guidance. 


General 


The Commission does not view its 
proposed scheme of railway reorganisa- 
tion as in any sense final and rigid. 
For example, it might be that 
some activities now controlled regionally 
could with advantage be separated and 
formed into central services, e.g., the 
shipping services and the work in the 
main mechanical engineering workshops. 

The above, which forms the first 
section of the submissions by the British 
Transport Commission to the Minister, is 
followed by the second section, the 
formal proposals amplified in the fore- 
going explanatory statement. 
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Large programme of improvements including 
track doubling and new yard and depot facilities 


HE sum of £7,800,000 has been allo- 
cated from loan funds to the 
Victorian Railways for its works pro- 
gramme during the current financial 
year and it is expected that this will en- 
able the work to be accelerated. The 
money will be spent in several ways. 
Apart from necessary new works there 
are considerable arrears in urgent rail- 
way maintenance caused by heavy war- 
time usage and subsequent shortages of 
men, money and materials. 

The most important works project 
on hand during the last few years has 
been the doubling, regrading and elec- 
trification of the Gippsland line which 
has been referred to from time to time 
in The Railway Gazette. The object of 
the improvements is to increase the 
capacity of this line to enable it to cope 
with the expanding output of the State 
Electricity Commission’s brown coal 
and generating undertaking at Yal- 
lourn, 80 miles from Melbourne, and 
its expansion programme at Morwell; 
five miles-from Yallourn. Increasingly 
large quantities of brown coal and bri- 
quettes are expected to be conveyed by 
rail to Melbourne and other centres in 
future years. 

The largest single allocation from 
the sum mentioned above is £659,000 
for work on the Gippsland line. Much 
of the doubling and regrading has been 
done, and it is understood that work on 
part of the line nearer Melbourne, 
from Dandenong (the end of the sub- 
urban electric area) towards Officer and 
Beaconsfield, is to be accelerated now. 
Substantial progress has also’ been 
made with electrification, and the first 
Objective is to complete the section 
from Dandenong to Warragul. It is 
hoped to have an electric service in 
Operation over the first 60 miles of line 
between Melbourne and Warragul by 
May. Other work on the Gippsland 
line is expected to be put in hand this 
current financial year is the rearrange- 
ment of the Morwell yards to meet the 
needs of the Electricity Commision’s 
future expansion programme there as 
well as at Yallourn. 

' To improve rolling stock mainten- 
ance, open areas of the North Mel- 
bourne, Bendigo and Ballarat shops are 
to be covered over to enable work to 
proceed without interruption in wet 
weather. This work will cost £90,000. 
The Dynon Road goods terminal near 
North Melbourne is to be enlarged to 
relieve congestion. Six electric turn- 
tables are to be installed at country 


centres. The sum of £150,000 has been 
allocated to improve amenities for 
staff. 


Improvements at Seymour Depot 


Some £13,000 is to be spent immedi- 
ately on improvements to the Seymour 
Locomotive Depot where little has 





been done since the war because of 
financial restrictions. Seymour is on 
the main north-eastern line to Albury 
(the Melbourne-Sydney route) and 61 
miles from Melbourne. Between Mel- 
bourne and Seymour the heaviest 
gradients on this line occur, the line 
rising to 1,145 ft. at Heathcote Junction, 
the summit of the Great Divide and 
then descending to Seymour, which is 
an important traffic centre and the 
junction station for the important 
Goulbourn Valley branch although the 
physical junction is a few miles to the 
north. New marshalling yards were 
opened at Seymour in 1952. They are 
over a mile long and comprise three 
arrival roads, seven marshalling and 
clasification sidings and three departure 
roads, alk situated on the up side of the 
main line. Lighting is installed for 
night operation. The main work of 
the yards is the classification of up 
freight trains. 

Other improvements at Seymour will 
include an amenities block for fitters 
and another for drivers. The engine 
pits, built many years ago for smaller 
and shorter engines, are to be enlarged 
to accommodate the modern locomo- 
tives of today. Coal loading equipment 
is to be improved by the installation of 
a new coaling stage and coal loading 
gantry. In addition, much needed re- 
pairs are to be carried out to the loco- 
motive sheds, where the roofs. need 
attention. 

On the erection of houses for rail- 
waymen in the Melbourne area and in 
country centres £900,000 is to be spent. 
There are 470 prefabricated houses in 
store at Tottenham, near Melbourne, 
on which work had stopped because of 
shortage of finance. Lack of houses had 
previously held up the promotion and 
transfer of railway employees, but this 
shortage is now expected to ease. 


New Subway at Flinders Street 


A project that has been discussed for 
many years has been a subway opposite 
the centre entrance to Flinders Street 
Station, the main suburban station in 
Melbourne, where at peak periods 
pedestrian traffic is exceptionally heavy, 
streaming across Flinders Street to and 
from the three station entrances. The 
subway is now being built and pas- 
sengers will be able to pass along it, 
ascend a stairway and emerge across the 
street at the corner of Degraves and 
Flinders Streets. As the work outside 
the station is being carried out by the 
Melbourne City Council, it is expected 
to be completed by September. Inside 
the station the railways will provide an 
underground exit and entrance to the 
subway and booking office facilities. 
At present travellers ascend a stairway 
to a surface exit and entrance from the 
station subway under the platforms. 





Platforms on the Glen Waverley line 
have been lengthened. This was an 
extension of the East Malvern sub- 
urban line which was built in the late 
1920s from East Malvern to Glen 
Waverley, a six miles. Soon after it 
was built the world depression set in 
and local development did not mature 
as expected. For some years traffic 
was catered for in either one- or two- 
coach electric trains worked from a 
bay platform at East Malvern, where 
passengers changed trains. In recent 
years the district the line serves has 
developed, another platform has been 
built at East Malvern and standard- 
length platforms provided at stations 
between there and Glen Waverley so 
that in peak periods seven-car electric 
trains may work right through to and 
from Melbourne. During the slack 
periods local shuttle services are pro- 
vided between East Malvern and Glen 
Waverley only. 

Probably the earliest suburban pro- 
ject in progress is the doubling of the 
Alamein branch between Camberwell 
and Ashburton, 34 miles. This was 
started in 1951 but had to be slowed 
down for lack of funds. The branch 
is part of an old cross-country sub- 
urban line which languished for many 
years since it was built about 1890. 
The section from Camberwell to Ash- 
burton was subsequently electrified and 
worked as a branch from Camberwell. 
Gradually, local development took 
place and traffic severely taxed the 
capacity of the single track. After the 
war the line was extended from Ash- 
burton to Alamein, the present ter- 
minus. 

Doubling this line entailed some 
earthworks, the heaviest section being 
the widening of a cutting between Bur- 
wood and Ashburton. Much of the 
soil removed was disposed of ty using 
it to widen an embankment on the 
main line between Glenferrie and 
Cambewell. The widened embank- 
ment will one day carry an extra track 
or tracks betwen Richmond and 
Camberwell. 

An old wooden trestle bridge on the 
Camberwell-Alamein branch has been 
filled in and replaced by a culvert. An- 
other has been partly filled in and a 
new road underbridge provided. Be- 
tween Bartnell and Burwood the line 
crosses over a main highway, Toorak 
Road, where the bridge is _ being 
widened; it will be of the plate girder 
type with an 86 ft. span. Extra plat- 
forms are in course of erection at 
Riversdale, Willison and Burwood. 
The existing island platform at Hart- 
well, a crossing place, will be retained. 
Overhead electrical equipment  sup- 
ports are of steel instead of the wooden 
pole-and-bracket equipment used for- 
merly when a single branch line. 
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Automatic Metallic Arc Welding 


Application of the method for welding 
railway mineral wagons and components 


Metropolitan-Vickers double-headed automatic welding machines set up for 





welding wagon body stiffeners 


HERE is a general appreciation of the 
usefulness and range of application 
of metallic arc welding. Some of these 
applications were mentioned in a recent 
paper read before the Institute of Weld- 
ing, and its uses in connection with the 
building of railway mineral wagons and 
components alluded to. There are, how- 
ever, limitations to this process which 
are not experienced with hand weld- 
ing. No continuous automatic elec- 
trodes which have yet been made are 
capable of welding in the vertical or 
overhead positions, in any case difficult 
with hand welding. 


Butt or Fillet Welds 


Long straight butt or fillet welds, 
whether longitudinal or circumferential, 
are obvious choices for automatic weld- 
ing. Similar remarks also apply to such 
items as small components, the seams of 
which can be fed through continuously 
under a welding head, or in large 
clamped batches, making in effect, one 
long seam. 

A typical application for the use of 
continuous automatic welding is that 
of welding tee or angle stiffener bars on 
railway mineral wagons. The illustra- 
tions which are reproduced on this page 
show this work in progress, using two 
double-head carriages mounted on a 
carriage for transverse longitudinal 
welding. 

Because of the size and type of jig 
needed to hold the workpiece with its 
possible inaccuracies and the difficulty 
of clamping the stiffeners accurately, the 
economy of automatic welding would at 
first appear doubtful. Furthermore, the 


possible increase in welding speed or 
deposition rate by automatic welding was 
not particularly encouraging. The 





estimated hand-welding time for each 
40 in. pass was six minutes, and the 
automatic welding time five minutes. In 
the case referred to in this article the 
welds are + in. fillets, and the length of 
run 40 in. 


Machine Design 

The machine, which was designed and 
manufactured by Metropolitan-Vickers 
Electrical Co. Ltd., consists of a motor- 
operated, rotating jig, on to which the 
folded U-shaped end of the wagon body 
is located and clamped together with the 
stiffening bars, which are also located 
by clamps. 

The jig is indexed so that it turns 
through 90 deg. with each operation of a 
push button. The design of the machine 
and its equipment is such that a gantry 
carriage straddles the jig and has a trans- 
verse track on which are mounted the 
travelling carriages, each carrying a pair 
of automatic welding heads_ with 
positioning adjustments. 


Motor-Driven Carriages 


The carriages are motor driven, and 
have indexing limit switches, enabling a 
number of different settings of the heads 
to be obtained quickly for the different 
positions of the stiffening bars. The 
gantry carriage is motor driven at weld- 
ing speed, and has a positioning speed 


Gantry carriage shown clear of the rotating jig 
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Axlebox assembly in the rotating welding jig 


of 26 ft./min. The gantry carriage has 
to be run off clear of the welding jig, to 
enable it to be turned to a new position. 

It was not possible in the space avail- 
able to get all the welding heads on one 
starting line. The left-hand welding head 
is started first, and the right-hand pairs 
are started after approximately one foot 
of run by the left-hand head. This pro- 
longs the welding time, even so the weld- 
ing run is completed in 44 min. The 
estimated time for the same run of four 
welds by hand using the same jig, and 
4-gauge electrodes, is six minutes. 

As the tee-bars are 2 ft. 9 in. apart, 
two hand welders are the most that can 
be accommodated; consequently the total 
welding time, if both welders start and 
finish simultaneously, is 12 min. With 
the automatic machine, the welding time 
is 44 min., and one operator only is 
employed. It is doubtful how consis- 
tently hand welders could work through- 
out the day. Conceding a half-minute 
quicker start with hand welding on each 
turn of the jig, the difference in time 
would be seven minutes. There are three 
sides to be welded on each component, 
so that the total saving is 21 minutes in 
time, and one operator, or for two ends 
of each wagon, 42 minutes and one 
operator. The main advantage is gained 
by getting four automatic welding heads 
operating in a space where it is doubtful 
whether two hand welders could work 
comfortably. 


Welded Axleboxes 


The automatic welding process would 
appear at first sight to be uneconomic 
when applied to the welding of mineral 
wagon axleboxes. In the accompanying 
illustration the axlebox mounted in the 
jig is made up of 4} in. thick pressed 
U-shaped section forming the bottom 
and sides, and this is butt welded to the 
forged springseat. The dust shield is 
formed of two pressed plates } in and 
#% in. thick respectively, welded first 


together and then to one open end of 
the axlebox. 

The horn guides are welded to the out- 
sides of the axlebox, and an oil-well top 
plate 4 in. thick is welded along one end 
where it projects on the cover end. The 
bearing location blocks are projection 
welded to the inside before the separate 
units come on to the automatic welding 
machine. The weld lengths vary from 
seven to eleven inches. Four different 
types of jigs are required for automatic 
welding. 

There are 13 welds altogether, four of 
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them corner, welds, where the current is 
limited to hand welding values, and 
which constitute 32 per cent of the 
welding length of the axlebox. The 
various welds are six +} in. fillet welds 
each eleven inches long, two }in. vee 
butt-welds ten inches long, three } in. 
corner welds 7} in. long, and two ¢ in. 
corner welds ten inches long. In hand 
welding it might be possible to carry out 
the welding on three different jigs. This 
reduces the handling time in the ratio 
of 4:3 in favour of hand welding, but 
the automatic machines are arranged 
with double loading jigs, so that welding 
is almost continuous, one jig being 
reloaded while the work on the other 
is being welded. 

A disadvantage in automatic welding 
is the number of starts, in this case 13 
in a total length of 10 ft. 6 in. of welding. 
A hand welder can strike an arc in less 
time than it takes to position an auto- 
matic head and strike the arc, which 
would decrease the striking time by 
about 15 to 30 seconds. The estimated 
hand welding time is approximately 13 
min., while the automatic welding time 
is 5°6 minutes. Allowing an extra 30 
seconds for each of the 13 strikes the 
automatic welding time would be 5:6 + 
65 = 12-1 minutes. 


Saving Compared 

The comparison shows a saving of one 
minute with automatic welding. The 
important thing is that this is a con- 
tinuous process in which, if hand welding 
were adopted, the operator would start a 
fresh weld every 80-90 seconds, and at 
the end of each ten or eleven in. run, 
would have to turn the jig to a fresh 


(Continued on page 74) 





Metropolitan- Vickers continuous automatic single-operator machine 





—_— 


5 ne a AERTS dadesscae 





XUM 








senda 


A eek at 


FE — 


ws a ess 


Rabin 


NIE 





XUM 


July 16, 1954 


THE RAILWAY GAZETTE 


71 


The Achimota-Tema-Shai Hills Railway, Gold Coast 


Lines serving the new deep-water port being 
constructed in the eastern part of the territory 





New station on Accra-Kumasi main line at Achimota, junction of the branch 
to Tema, Gold Coast Railway 


| their report to the Gold Coast 
Government in August, 1951, on the 
Volta River Project in the Gold Coast, 
Sir William Halcrow & Partners, the 
consulting engineers, said that the 
immediate provision of a new deep- 
water port was essential, in their view, 
to the future development of the colony, 
irrespective of whether the Volta River 
power scheme were carried through or 
not. 

Little time has been lost in carrying 
out this recommendation. Preliminary 
works in connection with the port scheme 
are nearing completion, and tenders for 
the construction of the port have been 
invited from civil engineering contractors 


Tema, in the eastern part of the country, 
about 17 miles east of Accra, the capital. 
The port will serve a region hitherto 
poorly provided with communications 
and will ease the strain on Takoradi, the 
only existing deep-water port of the Gold 
Coast. 


Layout of Port 


The Government’s plans for industrial 
and agricultural] development in the hin- 
terland of the new port should result in 
a steady increase in the annual tonnages 
to be handled through it. The design of 
the port therefore provides for an expan- 
sion of facilities from four deep-water 
berths in the first stage to a maximum 


developed. With these will be provided 
the necessary transit and storage sheds, a 
small dockyard, a fishing harbour with 
facilities for the present Tema fishing 
fleet and for its expansion, full road and 
railway services, a power station and 
administrative buildings. 

As development on this scale needs 
much preparatory work it was decided 
that, to facilitate the construction of the 
port, the rail and road connections, water 
and electricity supplies, and at least part 
of the housing for the labour force 
should be built before the main harbour 
contractor began work. Temporary and 
permanent flats and bungalows have been 
built in Accra and Tema by local firms; 
the permanent houses at Tema form part 
of the new town which will be built on 
the immediate landward side of the 
harbour. 

An 18-mile single-track railway, of 
3 ft. 6 in. gauge, has been laid from the 
main Accra-Kumasi line of the Gold 
Coast Railway, at Achimota, 54 miles 
north of Accra, to Tema; the construc- 
tion has been carried out by Taylor 
Woodrow (West Africa) Limited, which 
has also been responsible for the large 
Takoradi Harbour extension project. 
(Taylor Woodrow (West Africa) Limited 
is also building a 50-mile connecting line 
between Achiasi, on the Central Province 
line, to Kotoku, on the Accra-Kumasi 
line. Messrs. Rendel, Palmer & Tritton 
are the consulting engineers. The effect 
of this line will be to bring Takoradi, 
which lies in the western part of the 
country, to within 210 miles of Accra, 
and avoid the present detour by way of 
Kumasi for the through traffic). George 
Wimpey & Co. Ltd. has built a 20-mile 
line from Tema, where there is an end-on 
junction with the new line from Achi- 
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Planned layout at Tema, with inset showing position of the port in relation to the main Gold Coast Railway system 
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Trimming the slopes of the cutting near Accra airport, looking west 


where the garnetiferous gneiss will be 
quarried to provide more than 3,000,000 
cu. yd. of stone for the harbour break- 
waters and quays. 


—— 


Achimota-Tema Section 

[ The Achimota-Tema section, 28,784 
yd. long, takes off from the Accra- 
Kumasi junction at a point 8,149 yd. 
north of Accra Station. The junction 
faces towards Kumasi, but a curve to L 
give direct running towards Accra may 

be provided later. The maximum 
gradient, on this and the Shai Hills line, 
is | in 100 and the sharpest curve 1,146 
ft. radius. A new station, Achimota, has 
been built close to the junction on the 
main line, which has been doubled at this 
point to provide a passing loop. There 
are also passing loops at each of the two 
stations on the Tema line—Batchona, 
13,667 yd. and Asoprochona, 21,667 yd. 
from the junction; the loops are 2,000 ft. 
Line in cutting approaching coast near Sakumo Lagoon long overall, giving a clear length of 
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Embankment to carry railway and road across the bar of the Sakumo Lagoon 
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about 1,600 ft. Each loop has a station 
building and living quarters. The deepest 
cutting is 33 ft., at a point where the new 
line passes to the north of Accra Airport. 
All cuttings in soft ground have | in 14 
slopes, which have been grassed. 

There are five bridges on the Achi- 
mota-Tema section and two on that from 
Tema to the Shai Hills; some 70 culverts 
have been built, of either the box or 
circular pipe type. The Achimota-Can- 
tonments Road crosses the Tema line on 
the level, but elsewhere all road crossings 
are by overbridges or underbridges of 
reinforced concrete. The bridge over 
the Dodowa road has three spans of 38 
ft., with the centre span over the road- 
way, the clearance above the road is 16 ft. 
6 in. and from the road to the top of 
the parapet, 22 ft. 6 in. The bridge is 
11 ft. 4 in. wide over the parapets, wide 
enough to take only a single line, but has 
been designed to allow easy duplication, 
should doubling of the railway become 
necessary. Each span consists of two 
beams carrying a deck slab and the track 
is ballasted. 

The next bridge eastwards carries the 
Accra-Ada road over the line. It has a 
single span of 30 ft., allowing space for 
two railway tracks, and is on a skew of 
25 deg. The road is carried on a rein- 
forced concrete bridge deck of beam and 
slab construction. Beyond the bridge 
the line curves in a cutting to gain the 
coast and then runs parallel to a new 
road linking the port with the Accra-Ada 
road; both are carried for about a mile 
on an embankment along the bar of the 
Sakumo Lagoon, the outfall of which is 
controlled by a sluice. This embank- 
ment has been constructed so that the 
track formation is 11 ft. above the mean 
spring tide level and the railway is laid 
on the landward side of the embank- 
ment. At the eastern end of the bar the 
road rises to cross the line by a 68 deg. 
skew bridge. The abutments of this 
bridge have been spaced to allow for a 
future second railway track and the 
road is carried on a continuous deck 
slab supported on a central pier. 

Both road overbridges have been 
designed for trunk road loading, with a 
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River bridge on Tema-Shai Hills section 


22 ft. carriageway and a width between 
parapets of 40 ft. This will enable a 
third traffic lane to be provided, as an 
intermediate improvement before road 
traffic requires a second carriageway. 


As shown on the map on page 71, 
approximately the last 3,000 ft. of the 
Achimota-Tema line are on a temporary 
alignment in the future port area and 
when the port works are put in hand 





Three-span reinforced concrete bridge over the Dodowa road 
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will be relaid to connect with the 
approach lines to the berths and a devia- 
tion through line serving the projected 
town station. 


Shai Hills Line 


As stated, the Shai Hills line is, in 
effect, a continuation of that from Achi- 
mota. A short section at the Tema end 
will eventually be relaid along the per- 
manent alignment. There are two 
bridges, both over rivers, and four road 
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level crossings. Two passing loops have 
been laid but there are no stations as no 
passenger service is contemplated over 
the line at present. 

Unlike the Achimota-Tema line, 
which will be handed over to the 
Gold Coast Railway, the Shai Hills line 
will be operated by the contractor, as its 
function will be to carry stone needed 
for the harbour. There is a possibility 
that it may eventually be extended north- 
wards to Kpong, on the River Volta, and 
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thence to a junction with the Accra- 
Kumasi line at Koforidua, in which event 
a passenger service would doubtless be 
provided. This possibility is not 
immediate and depends on the develop- 
ment of the Volta River project. 

Earthworks on both lines total 
some 1,250,000 cu. yd. Earth-moving 
machinery used includes 20 cu. yd. 
rubber-tyred tractor-scraper units. The 
cost of construction has totalled about 
£1,700,000. 








Impact unit driven by a 
reversible multi-vane air motor 





Ingersoll-Rand compressed-air tool for tightening and releasing nuts 


NCREASING importance is being 
given in all branches of the engi- 
neering industry to the introduction 
of mechanical aids to increase produc- 
tion. A  compressed-air tool for 
tightening and releasing nuts was intro- 
duced in the engineering industry some 
years ago by the Ingersoll-Rand Co., 
Ltd. Originally, the compressed-air 
tool was manufactured by the firm in 
the U.S.A. only, but to meet demand, 


production is now being undertaken in 
this country. 

Known as the Size 534 Impactool, 
the machine is capable of applying and 
removing nuts up to 1} in. bolt size, 
and is said to be particularly adaptable 
for removing nuts difficult to undo by 
the conventional method. Basically, 
the machine consists of a_ reversible 
multi-vane air motor, driving an im- 
pact unit which contains means for 


converting torque from the motor into 
rotary impact, and transmitting the 
impacts to the socket. 


Torsional Impact 


The torsional impacts exert a more 
powerful turning impact than is pos- 
sible with a torque type wrench, but 
does not produce sudden shocks on the 
power end of the tool. The reaction of 
the operator is no greater when start- 
ing frozen nuts than when spinning 
down loose ones. Impacting begins 
when resistance to turning reaches a 
predetermined value, and continues 
until the throttle is closed or torque 
required to turn the nut, falls below 
this point; the motor runs at constant 
speed of 700 r.p.m., the number of im- 
pacts is 1,270 a minute. 

The direction of drive or impacting 
is changed by reversing the direction 
of motor rotation; reverse gears are 
not used. The motor drives the ball 
and cam type impact unit through a 
single heavy-duty planetary gear re- 
duction designed to take several times 
the load it must carry. 

Two external housings are used in 


construction, both cast from high- 
grade aluminium alloys and _ heat 
treated. Anti-friction bearings are 


used throughout, and a generous oil 
reservoir is built in, ensuring a continu- 
ous metered supply of oil to the motor. 
The weight of the machine is 27 lIb., 
and the recommended air pressure is 
90 1b./sq. in. 








Automatic Metallic Arc Welding 
(Concluded from page 70) 


position. The fatigue of the operator 
would be very great, but it is reduced 
considerably with automatic welding, so 
that he can concentrate on changing the 
jig position. 

In the instance under review six auto- 
matic welding machines are almost 
entirely operated by apprentice and semi- 
skilled labour; in hand welding this could 
not be adopted. In considering all the 
aspects involved (1) the additional load- 
ing time (not affecting the production 


rate); (2) the fatigue of the hand welder; 
(3) the use of semi-skilled labour; (4) the 
continuous operation of the machine, 
the advantages lie with automatic weld- 
ing. There is, in addition, a slightly 
higher welding speed, and economy is 
gained by using a continuous electrode. 

All components referred to are 
blanked on a press. Similarly, the U- 
shaped wagon body ends are press 
formed. It is considered that only by 
this method can repeated accuracy be 
maintained on mass production work, 
which is very necessary for the success 
of automatic welding. 


CHEMICALS USED IN INDUSTRY, B.S.2474.— 
The British Standards Institution has pub- 
lished B.S. 2474, Recommended Names 
for Chemicals Used in Industry, which 
comprises two parts, the first giving recom- 
mendations on the names to be used for 
chemicals, and the second giving a list of 
recommended names for certain grades. 
Names which are undesirable on grounds 
of safety, ambiguity, and so on, are listed 
as deprecated, and others, which may in 
some cases be systematically correct, but 
not recommended for industrial use, are 
given as non-preferred. The new stan- 
dard B.S. 2474:1954 may be obtained from 
the Sales Branch of the Institution, 2, Park 
Street, London, W.1, price 10s. 
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RAILWAY 


PERSONAL 


Mr. C. G. Harrison, Deputy General 
Manager, Malayan Railway, has been 
appointed General Manager of the system. 


Mr. A. J. F. Bunning, General Manager 
of the British Guiana Government Rail- 
ways, On completion of his term of con- 
tract, is being succeeded by Colonel G. B. 
Thomson, M.B.E. 


The following appointments have been 
announced by the South Australian Gov- 
ernment Railways : — 

Mr. R. J. Bridgland, Designing Engi- 
neer, becomes Chief Engineer. 

Mr. G. H. Eimer has been appointed 
Assistant Chief Engineer. 


Mr. Alfred E. Perlman, Executive Vice- 
President of the Denver & Rio Grande 
Railway, has been appointed President of 
the New York Central Railroad system. 


Mr. Gordon T. Frayne, Steamship 
General Passenger Agent, Canadian Pacific 
Railway, Montreal, retired on pension on 
June 30 after more than 40 years of service. 
He is succeeded by Mr. Eric F. Thompson, 
Assistant Steamship Passenger Agent. 


We regret to record the death, in his 
62nd year, of Dr.-Ing. F. C. Hardt, Presi- 
dent of the Cologne Division of the Ger- 
man Federal Railways. 


Mr. Albert R6llen, Chief of Personnel 
Division, Swiss Federal Railways, has re- 
tired. He has been succeeded by his 
assistayt, Mr. Ernest Moor. 

Dr. E. R. Gauld, M.R.C.P., D.T.M., has 


been appointed Divisional Medical Officer, 
London Bridge, Southern Region, British 


Railways, with effect from July 1, 1954. 
Mr. R. H. Edwards, M.LC.E., Civil 
Engineer, South Wales Docks (East), 


British Transport Commission, has been 
appointed Civil Engineer, South Wales 
Docks, British Transport Commission. 


Mr. W. E. Blakey, M.B.E., M.M., Assis- 
tant Commercial Superintendent, Eastern 
Region, British Railways, is retiring at the 
end of this month. He is succeeded by Mr. 
B. X. Jessop, Assistant Chief Regional 
Officer until re-designation as Assistant 
Chief Regional Manager, North Eastern 
Region. Mr. A. R. Dunbar, M.B.E., 
Divisional Operating Superintendent 
(Eastern), Liverpool Street, London, 
becomes Assistant Chief Regional Managzr. 


The following staff changes are an- 
nounced by London Midland Region, 
British Railways :— 

Mr. W. O. Parish, Assistant to District 
Operating Superintendent, London (W), 
to be Assistant District Operating Superin- 
tendent, London (M). 

Mr. S. Vickerman, Cartage Co-ordina- 
tion Officer, London, to be Assistant Dis- 
trict Goods Superintendent, Broad Street. 

Mr. G. O. S. Scotcher, Goods Agent, 
Longton, to be Goods Agent, Burnley. 

Mr. F. C. Freeman, District Inspector, 
Gloucester, Western Region, to be Station- 
master, Altrincham (i/c Navigation Road). 


Sir Arthur Whitaker, K.C.B., formerly 
Civil Engineer-in-Chief of the Admiralty, 
has joined, as a partner, the firm of 
Livesey & Henderson, en- 
gineers. 


consulting 
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Mr. A. C. Stockley, who, as recorded 
in our July 9 issue, has been appointed 
Chief Electrical Engineer, Victorian Rail- 
ways, Australia, was born in London and 
received his electrical engineering educa- 
tion at London University. He joined 
Victorian Railways in 1921 and advanced 
rapidly from Electrical Engineering Assis- 
tant to Sub-Station Engineer in 1937, and 
last year was appointed Assistant Chief 
Electrical Engineer. As a young engineer- 
ing assistant, Mr. Stockley was granted 
leave in 1927 to visit England and investi- 
gate the latest developments in electrified 
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NEWS SECTION 


Mr. J. Shell, B.Sc.(Eng.), 
A.M.L. Mech, E., has been appointed Prov- 


ing Engineer on the technical staff of 
C. A. V. Limited. 
Mr. W. McConnachie is retiring after 


43 years of service with the British 
Thomson-Houston Co. Ltd. He has spent 
35 years on the design of A.C. motors. 


Mr. A. W. Page, M.B.E., T.D., M.I.P.E., 
has been appointed London Manager of the 
Igranic Electric Co. Ltd., succeeding Mr. 
N. V. Baldwin, T.D., M.1.E.E. 





Mr. A. C. Stockley 


Appointed Chief Electrical Engireer, 
Victorian Railways 


rail transport in the United Kingdom and 
the continent. In 1946 he again went to 
England, Switzerland, and Sweden, where 
he investigated modern developments in 
sub-station equipment, electric rolling 
stock, and electric traction generally. 


Mr. H. E. R. Bastin, M.Inst.T., Ter- 
minals Assistant to the Commercial Super- 
intendent, Eastern Region, Liverpool 
Street, British Railways, has been 
appointed District Commercial Superin- 
tendent at Cardiff, Western Region. 


Mr. G. M. Thompson, Assistant District 
Motive Power Superintendent, Woking, 
Southern Region, British Railways, has 
been appointed District Motive Power 
Superintendent, Eastleigh, with effect from 
June 14, 1954. 


Mr. W. F. Brazener, 
elected President of the 
Ferrous Metals Federation, 
to Mr. H. E. Jackson. 


Mr. Norman Tattersall, M.I.Mech.E., 
has been appointed Chief Engineer of 
Leyland Motors (Ministry of Supply) Fac- 
tory, and is relinquishing his present 
position as Chief Engineer of Leyland 
Motors Limited. Mr. V. W. Pilkington, 
M.B.E., M.Eng., M.I.Mech.E., a Director 
in charge of engineering, will continue to 
take full control of the engineering divi- 
sion of Leyland Motors Limited. 


J.P., has been 
British Non- 
in succession 


The Board of Southdown Motor Ser- 
vices Limited announces that Capt. the 
Rt. Hon. Lord Teynham, D.S.O., D.S.C., 
R.N. (Retd.), has been appointed a Direc- 
tor of the company in the place of Mr. 
A. J. Clark, who has retired after com- 
pleting 25 years of service. 


Mr. R. E. P. Briebach and Mr. Michael 
Parkinson have joined the board of F. & 
A. Parkinson Limited, a member of the 
Crompton Parkinson group. Mr. C. A. J. 
Martin has been appointed an executive 
director of Crompton Parkinson Limited, 
and Mr. Bernard Moore has relinquished 
his appointment as an executive director 
on his retirement from the company’s 
service. 


Mr. W. Guy Jones, M.I.Mech.E., Road 
Motor Engineer, Eastern & North Eastern 
Regions, British Railways, retired on July 
15, 1954, after 45 years of railway service. 
He was educated at Malvern College and 
received his early training with the 
Palmers Shipbuilding & Iron Company, 
Jarrow-on-Tyne, the Armstrong College, 
Newcastle-on-Tyne, and the Great West- 
ern Railway Locomotive Carriage & 
Wagon Works, Swindon, as a pupil under 
the late Mr. G. J. Churchward. In 1914 
he became an Assistant in the G.W.R. 
Motor-Car Department, Slough. He 
joined the A.S.C. (M.T.), in January, 1915, 
and went overseas as a workshop officer 
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Mr. W. 


Guy Jones 


Road Motor Engineer, E. & N.E. Regions, 
who has retired 


early in 1916. Shortly afterwards, he was 
transferred to the Inspectorate of the 
Mechanical Transport Branch under the 
Director of Transport, B.E.F., and was 
demobilised with the rank of Captain. In 
September, 1919, he returned to the Motor 
Department, G.W.R., and, when_ that 
department was absorbed into the Road 
are Department under the late Mr. 
F. A. Coventry, he became an Assistant 
to the Superintendent of Road Transport. 
In March, 1929, he was appointed Road 
Motor Engineer, Southern Area, L.N.E.R.. 
under the late Sir Nigel Gresley, and, in 
1934, took over the North Eastern Area. 
In 1943, he became Road Motor Engineer 
for the whole of the L.N.E.R. system and, 
in January, 1948, Road Motor Engineer, 
Eastern & North Eastern Regions, British 

Railways. Mr. Guy Jones was Chairman 
of the R.E.C. Road Transport Committee 
from September, 1946, until December, 
1947. 


Mr. A. E. C. Dent, M.I.Mech.E., 
M.I.Loco.E., Executive Officer (Road Motor 
Engineering), British Railways, who suc- 
ceeds Mr. W. Guy Jones as Road Motor 
Engineer, Eastern & North Eastern Regions, 
Kings Cross, entered the service of the 
Great Western Railway in 1911 as a 
premium apprentice in the locomotive 
works at Swindon. He served from 1914 to 
1919 with the Royal Field Artillery, attain- 
ing the rank of Captain, and returned to 
Swindon in 1919 to complete his apprentice- 
ship. Mr. Dent transferred in 1923 to the 
drawing office of the G.W.R. Road Trans- 
port Department at Slough, and, in 1925, 
went to Neath as Assistant Supervisor of 
Cartage & Omnibus Services. He was 
appointed Supervisor of Omnibus Services, 
Wrexham, in 1927, and remained in that 
position until his return to Slough as 
Assistant to the Motor Assistant in 1929. 
In 1938 Mr. Dent moved to Paddington to 
take up the position of Motor Assistant to 
the Superintendent of Road Transport, and 
was appointed Road Motor Engineer, 
G.W.R., in 1942. He became Executive 
Officer (Road Motor Engineering), Railway 
Executive, in January, 1948. Between 1944 
and 1948 Mr. Dent was a Director of the 
Western National Omnibus Co. Ltd., City 
of Oxford Motor Services Limited and 


Mr A. E. C. Dent 


Appointed Road Motor Engineer, 
E. & N. E. Regions, Kings Cross 


E. G. Oldham Limited. He has served as a 
Member of Council of the Public Transport 
Association and of the I.A.E. Research 
Committee. He is one of the British Trans- 


port Commission representatives on the 
Council of the Motor Industry Research 
Associatron and for several years was 


Chairman of the Executive Committee of 
that Association. In his new appointment, 
Mr. Dent will continue as Chairman of the 
Road Motor Engineering Committee, 
British Railways, and will act as liaison 
between the British Transport Commission 
and the Road Motor Engineering Services 
of the Regions. 


Mr. J. D. Thorn, M.A., A.M.I.Mech.E., 
has been appointed Chief Engineer, Engine 
Department, Ruston & Hornsby Limited, 
as from July 19, succeeding Mr. L. Wans, 
A.M.LC.E., M.I.Mech.E., M.I.Mar.E., who 
is resigning from the company. Mr. 
Thorn was educated at Mill Hill School 
and Emmanuel College, Cambridge. He 
became a trainee at the Royal Arsenal, 
Woolwich, and in the Royal Aircraft 
Establishment, Farnborough. He also 
spent some months studying local engin- 
eering methods in Malaya. During the 
war he worked in the Research Depart- 
ment of Woolwich Arsenal where he was 
engaged on the development of flame 
throwers, and later, on super-velocity guns 
and armour penetration. Mr. Thorn 
joined the Research Department of Rus- 
ton & Hornsby in March, 1946, as Assist- 
ant Research Engineer, and was appointed 
Deputy Chief Research Engineer in Nov- 
ember, 1947. He became Chief Research 
Engineer in September, 1949. Since join- 
ing the company, he has been closely asso- 
ciated with the development, from their 
initial conception of many new products 
coming into the Ruston range of diesel 
engines and locomotives. One example 
of his contribution to technical develop- 
ment is the work he has carried out on the 
Ruston “TA” gas turbine. The introduc- 
tion of this new prime mover to the 
world markets brought to fruition seven 
years of test and development work for 
which he was responsible. In his new 
appointment, which he will take up on 
July 19, Mr. Thorn will retain control of 
research and development, in addition to 


Mr. J. D. Thorn 


Appointed Chief Engineer, Engine Department, 
Ruston & Hornsby Limited 


assuming hig new responsibilities in the 
direction of engine, locomotive and pump 
design. 

Mr. W. G. Dumville, M.C., T.D., has 


been appointed Regional Manager (North 
East) British Insulated Callender’s Cables, 
Limited, succeeding Mr. E. Charlton, who 
is retiring. 


Sir Kenneth Grubb, C.M.G., has joined 
the board of Editorial Services Limited, 
public relations consultants to the Loco- 
motive Manufacturers’ Association of 
Great Britain. He will work in an advisory 
capacity. 


Mr. F. T. Richardson has resigned as 
Director of Public Relations of A.C.F. 
Industries, Incorporated, with effect from 
July 1, 1954. He will continue to serve 
A.C.F, temporarily, as a consultant in 
public relations, especially in matters per- 
taining to the Talgo train. 


Mr. Bryan Donkin, M.I.E.E., has 
accepted an invitation to succeed Mr. 
C. T. Melling, M.I.E.E., as President of 
the Association of Supervising Electrical 


Engineers. 


Mr. J. Wright, Director & General Man- 
ager of the Dunlop Rim & Wheel Co. 
Ltd., Coventry, has been appointed a 
Director of the Dunlop Rubber Co. Ltd. 
For the present he will continue his execu- 
tive duties from Coventry. 


TRANSPORT 
MITTEE 


USERS’ CONSULTATIVE 
FOR THE NORTH 


Com- 
WESTERN AREA 
Appointment of Further Members 

The following have been appointed 


nembers of the Transport Users’ Consul- 
tative Committee for the North Western 


Area: — 

Representing Agriculture: Mr. M. 
Raven. 

Representing Local Authorities: Coun- 
cillor W. Ellison, Councillor L. G. Lud- 


low, Councillor T. Price. 
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Railway Disaster at Tangiwai, New Zealand 


Board of inquiry exonerates railway staff 


After the serious railway accident at 
Tangiwai, New Zealand, on December 24, 
1953, the Minister of Railways appointed 
a Board of Inquiry composed of Judge 
W. F. Stilweil, Chairman and Messrs. 
H. J. Hopkins and W. Appleton to investi- 
gate its cause and report whether at any 
time any person in the service of the New 
Zealand Government had failed to exercise 
reasonable care or fulfill any duty or res- 
ponsibility reasonably to be expected of him 
in relation to the circumstances leading up 
to the calamity. It was also to investigate 
any other matters it deemed necessary and 
consider what steps should be taken to 
prevent another such accident. The board 
sat from January 26 to April 2, 1954, and 
heard 58 witnesses. Its report has now been 


published. 


Course of Events 

The accident occurred just after 10.20 
p.m. as the 3 p.m. express, Wellington to 
Auckland, was passing over the bridge over 
the Whangaehu river between Tangiwai and 
Karioi stations; the structure had been 
brought down by exceptionally severe flood 
water released from the crater lake on 
Mount Ruapehu, a_ volcano. 

The train consisted of locomotive and 11 
vehicles, namely five second class and four 
first class coaches, a van and a postal van, 
with driver, fireman, guard, assistant guard, 
car attendant, two postal department officers 
and 278 passengers, 285 in all, as ascertained 
up to the date of the report. Of those, 151— 
including the enginemen—lost their lives. 
Twenty bodies have not been recovered and 
of the 131 which were, eight had to be 
buried unidentified. Many passengers were 
no doubt travelling to Auckland to be there 
during the Queen’s visit. It was a fine clear 
night. 

The locomotive, tender, and the second 
class vehicles plunged into the torrent. The 
two next—first class—coaches remained on 
the rest of the bridge, although the first of 
them later fell into the river. The steel 
underframe of the fifth coach was carried 
1} miles downstream. The train had passed 
Tangiwai station punctually at 10.20 p.m. 
at an estimated speed of 40 m.p.h. and, 
according to the station agent “ going 
slower than usual,” with headlight on and 
proper side and tail lights. Some coaches 
were still lighted. A person on a nearby 
road said it definitely slowed down at the 
approach to the bridge and the driver 
appeared to have shut off steam. Another 
actually ran to try and stop the train with 
hand torch signals and it is clear that the 
driver made an emergency brake applica- 
tion. The fuel oil tap was found shut and 
this could only have been done by the fire- 
man. 


Rush of Flood Water 

The distance from the crater lake to the 
bridge was about 25 miles and it was con- 
sidered that the flood waters were released 
about 24 hr. before reaching there. A 
roaring noise was heard by people along the 
upper course of the river at 8.0 p.m. and 
onwards. The road bridge at Tangiwai also 
was destroyed and three others within the 
same county of Waimarino but although the 
river's tributaries in the vicinity became 
backed up to abnormal heights no further 
serious flooding or damage were recorded. 

Remarkably complete investigations were 
made by geological and other scientific 
experts for the board. Their reports are 
highly detailed but resulted in the conclu- 
sion that the origin of the calamity was 


simply the sudden release of the crater lake 
through an outlet cave beneath the Whan- 
gaehu glacier, leading to a huge mass of 
water being channelled down the river 
carrying with it a high content of ash from 
an eruption in 1945, with blocks of ice 
following the collapse of large volumes of 
the glacier. 

This type of flood is known to 
geologists as a “lahar.” Proceeding as a 
wave it lifted huge quantities of sand, silt 
and boulders and assumed a_ violently 
destructive form. Part of the bridge fell 
before the arrival of the train. 

There was no sign of abnormal rain- 
fall in the catchment area preceding the 
accident nor any evidence that the tribu- 
taries contributed other than their normal 
flow. The advancing discharge was slowed 
only by river bed resistance and the den- 
sity of the “lahar,” while its increasing 
height caused temporary ponding on the 
straight stretch upstream from the bridge. 


The Bridge 

The bridge was built about 1906. 
main trunk line was constructed by the 
Public Works Department and handed 
over to the Railways Department.) It had 
reading from north to south—the opposite 
direction to that taken by the train—one 
22-ft. span, two 44-ft. spans and then 
four more 22-ft. ones, all of plate girder 
type, constructed to standard plans used 
elsewhere by the department and not 
made specifically for this bridge. Owing 
to an office fire all instructions, corre- 
spondence, etc., relating to the erection of 
the structure have been lost and there 
appears to be no plan showing the bridge 
as actually constructed, with record of the 
depths to which the foundations were 
carried; this had therefore to be investi- 
gated after the accident. From time to 
time a certain amount of damage had 
been known to occur to the bridge. The 
report contains details of that and the 
measures taken. There had been no inci- 
dent of any kind for practically six years 
before the accident. The methods of 
bridge inspection in force in the Railway 
Department are set out, with particulars 
of the duties attaching to the various staff, 
etc., from the Inspecting Engineer to the 
gangers, with special reference to those of 
the Bridge Inspector. All persons con- 
cerned gave evidence touching the exami- 
nations they had made, coming down to 
as late as the day of the flood. The 
weather then was such that the ganger 
had no reason to think extra vigilance 
necessary. Nobody had the least reason 
to feel anxiety about the structure or 
anticipate any sort of accident. 


(The 


Damage to the Bridge 


Of the eight piers, Nos. 1, 6, 7, and 8 
were undamaged. No. 2 had its top 
broken off, No. 3 was smashed into 


several pieces, of which one was never 
found, No. 4 was removed bodily and 
broken into three, one piece being found 
300 yd. away and another not at all, No. 5 
also was removed bodily and broken in 
two. No. 1 span was dislodged, No. 2 
found next to the engine, No. 3 80 yd. 
away. Of Nos. 4 and 5 one was never 
located and the other found on the river 
bank, while Nos. 6 and 7 remained in 
place. 

The exact course of the failure 
had to be inferred from certain details, 
but the conclusion come to was that pier 


~ 
- 


” 


No. 4 was carried away by the “ lahar 
and was the initial cause of the collapse of 
other parts of the structure, span No. 3 
being carried away before the engine 
reached it. 

The board had to consider criticism of 
the design of the bridge from more than 
one point of view and called expert 
opinion to advise it. After carefully 
weighing all the arguments advanced it 
concluded the type of pier and type and 
length of span were adequate for a reason- 
able design rainfall flood, put at 15,000 
cu. ft. of water per sec. (This particu- 
lar flood was thought to be about double 
that.) 

From the evidence tendered by geolo- 
gists on what was known about pre- 
vious flood effects over a long period it 
also found that the fact that the bridge 
had not been designed to withstand 
destructive effects on the scale which 
caused the accident could not be put down 
to lack of reasonable care and that the 
engineers concerned were in no position 
to assess, from past experience, the inten- 
sity of this “ lahar.” 

As there was a suggestion that pier 
No. 4 failed from lack of reasonable care 
in maintaining the bridge, the Board had 
to give special attention to that and 
whether the impact of the “ lahar” alone 
would have caused failure of a well con- 
structed and maintained pier. An expert 
witness stated that “the effective weight 
and density of such fluid would be sub- 
stantially greater than that of water and 
in combination with its considerable depth 
at the bridge site would exert consider- 
able lateral load on the river bed and 
bridge piers.” The manner in which the 
frame of a coach and portions of the 
bridge were carried downstream was 
evidence of great forces operating and the 
board concluded that “ the unpredictable 
forces of the lahar were of such nature 
and magnitude as to cause failure of a 
soundly constructed and well maintained 
bridge.” 

The repair work effected in 1925 and 
steps taken following the 1946 eruption of 
the volcano were found to be adequate 
and the board was able to return a cate- 
gorical negative to the question whether 
blame attached to any Government ser- 
vant in connection with the disaster. It 
approved the suggestion that a special 
Bridge Division should be formed within 
the Chief Engineer's organisation and con- 
sidered that a new bridge could be de- 
signed to be perfectly safe with either 
one or three spans. 


Future Action 

As regards future action the board re- 
ceived—as was only to be expected—a 
great number of suggestions covering 
means of avoiding similar accidents, in- 
cluding the installation of various flood 
warning devices. Many of these were 
impracticable of adoption, but some 
merited consideration and investigations 
are in progress. Their use is recommended 
at specified places, to cover the possibility 
that, Mount Ruapehu being still active, 
the crater lake water may not necessarily 
always follow the Whangaehu river. The 
Board considered that the condition of the 
lake should be examined and reported on 
at intervals. 

For the time being a telephone has 
been placed at the reinstated bridge and 
a speed restriction of 6 m.p.h. imposed. 
A man is stationed there and no driver 
may proceed without a signal from him. 
This practice will be maintained until 
other effective warning arrangements are 
in operation. 
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B.T.C. Passenger Charges Scheme, 1954 


Decision of Transport Tribunal after hearing final evidence ; 
Commission’s suggestions adopted except for season tickets 


The Transport Tribunal continued the 
hearing of evidence for and against 
the British Transport Commission Passen- 
ger Charges Scheme, 1954, on July 7. 
Proceedings for July 5 and 6 were re- 
ported in our issue of July 9. 

Mr. John Elton, on behalf of the South 
Essex Traffic Advisory Committee, objected 
to the proposed increases in season ticket 
rates under the modified scheme. . For the 
17 miles from Upminster to Charing Cross 
the existing monthly season ticket was 
£3 5s. 3d. Mr. Elton said the original 
scheme would have increased the rate to 
£3 7s. 3d. but under the modified pro- 
posals the fare would be £3 10s. He cited 
other examples, and said that this particu- 
lar blow had fallen upon the season ticket 
holder because the Tribunal asked the 
B.T.C. to think again, and reduce the 
original yield. 

Mr. H. Karslake, L.C.C., continued his 
evidence in support of the fare scales put 
forward by the L.C.C. 


Concluding Evidence 

Mr. J. R. Pickering, objecting on behalf 
of Southend Corporation, declared: “It 
seems that the Commission has levelled 
its sights on a sitting target—the season 
ticket traveller who cannot do anything 
else except take a train.” 

After counsel had made their final 
speeches, the Chairman of the Tribunal, 
Mr. Hubert Hull, said that the decision 
of the Tribunal would be given at noon 
the next day. The public hearing at Church 
House, Westminster, then closed. 


Decision Announced 

Mr. Hubert Hull, beginning the Tribu- 
nal’s announcement, said that the draft 
scheme lodged by the Commission was 
directed, inter alia, to enable the London 
Transport Executive to increase its fares 
to the extent necessary to provide addi- 
tional revenue of the order of £4,342,000. 

Among the increases for which sanction 
was sought, and the most important finan- 
cially, were increases on the present 
ordinary fares of 34d., Sd., 84d., and 10d., 
to 4d., 6d., 9d., and 11d., respectively. 

On June 10 the Tribunal decided, in 
effect, that the Executive had pitched its 
requirements too high and announced that 
it proposed so to modify the scheme 
as to limit additional revenues to a sum 
of £3,600,000. 

The Commission had contended that the 
introduction of a fare scale which pro- 
vided for fares not as at present mile by 
mile but half-mile by half-mile—or stage 
by stage—was operationally most unde- 
sirable, and would increase the amount 
already lost by “under collection” by at 
least £1,000,000 a year. 

The Commission also said that the 
L.C.C. proposals would not produce the 
£3,600,000 additional revenue required. 

The Tribunal could not reach an affirma- 
tive decision on a single stage fare scale 
from the evidence available, and agreed 
with the Commission that the L.C.C. pro- 
posals would not produce the required 
£3,600,000 of additional revenue. 

In the original scheme lodged by the 
Commission, season ticket proposals were 
so framed as to produce additional revenue 
of £414,145—made up of £114,145 in the 
case of London Transport services, with 


the remaining £300,000 coming from 
British Railways London lines services. 

In the modified scheme revenue from 
season tickets was increased from £414,145 
to £586,000—the amount from London 
Transport going up from £114,145 to some 
£136,000, and that from British Railways 
London lines from £300,000 to £450,000. 

The criticism of this part of the modi- 
fied proposals was that it was inequitable 
that in modifications made at the direction 
of the Tribunal for the purpose of reduc- 
ing the total yield of the original proposals, 
season ticket travellers were not merely 
to have no relief, but were asked to carry 
a larger burden than was at first proposed. 
The Tribunal thought this criticism well- 
founded and was not prepared to increase 
season ticket rates beyond those first pro- 
posed. 

The scheme, which would be formally 
confirmed in due course, would be drawn 
up in accordance with the Commission’s 
memorandum of June 22, setting out modi- 
fied proposals, except in relation to season 
ticket rates. 

Date of Introduction 

The Tribunal would fix the date on 
which the new scheme would come into 
force so as to enable the Commission to 
bring it into Operation as soon as it 


could do so—probably in about three 
months’ time. 

The effect of the decision will be that 
2d. and 7d. fares on bus and underground 
services will not be changed. Others will 
be increased as follows:—34d. to 4d.; Sd. 
to 6d.; 84d. to 9d.; and 10d. to lid. Fares 
of 1s. or more will not be increased. 
Early morning single fares which apply 
to road services will remain at 2d. up to 
one mile, and the remainder will be in- 
creased by Id., except the existing 4d. fare 
for five and six miles, which will be un- 
changed. 

The early morning return fare of 
4d. for one mile will not be altered. 
but other fares in this category will be 
increased by 2d. up to and including three 
miles, 1d. on journeys up to 10 miles, and 
2d. beyond 10 miles. These return fares 
apply to London Transport rail services 
and to the London lines of British Rail- 
ways. Day returns of 2s. or more on 
British Railways will be unchanged. Season 
tickets for distances beyond one mile will 
be increased by a flat rate of 2s. a month. 

The scheme, as approved, is estimated 
to produce additional revenue of £4,378,000 
a year, some £1,000,000 less than would 
have been produced by the British Trans- 
port Commission scheme as _ originally 
proposed. 








Pension Scheme for B.T.C. Wages Grades 


Joint statement by Commission 
and railway and shop Unions 


The British Transport Commission, the 
National Union of Railwaymen, the Asso- 
ciated Society of Locomotive Engineers & 
Firemen, the Transport & General Workers’ 
Union, and the Confederation of Ship- 
building & Engineering Unions have 
reached complete agreement on the terms 
of a pension scheme for the British 
Transport Commission male wages grades 
in the service of British Railways, the 
Docks & Inland Waterways, the Hotels & 
Catering Services, the London Transport 
Executive and at the Commission’s head- 
quarters. 

The Minister of Transport & Civil Avia- 
tion, who announced this in the House 
of Commons on July 7 has made regula- 
tions establishing the scheme as from 
October | next. 

The scheme is in two parts, Section A, 
the main scheme, and Section B, which 
provides additional pensions for senior 
grades. 


Weekly Contributions 

The weekly contributions in Section A 
range from ls. 8d. at 21 years of age to 
2s. 5d. at 54 years of age or over. In 
Section B additional contributions range 
from 8d. to 11d. a week according to the 
age of the employee when he enters the 
scheme. In Section A the weekly rate 
of pension at the minimum pensionable 
age of 65 will be 30s. after 40 years’ 
membership, and in Section B an addi- 
tional 10s, after 35 years’ membership. 
Both these amounts diminish proportion- 
ately with shorter membership. Existing 
staff will be given an option of joining, 


but after October 1, membership will be 
compulsory for all new entrants to the ser- 
vice. 


Provisions of Scheme 

The main provisions of the scheme are 
as follows :— 

Membership: Compulsory for new en- 
trants to the service; optional for existing 
employees. 

Persons eligible: Section A—Appointed 
whole-time employees aged 21 to 45 will 
join Section A after twelve months’ ser- 
vice. Existing staff will have a six-months 
option to join if they have completed or 
can complete 20 years’ service by age 65. 
Section B—persons joining Section A who 
are employed in the senior grades listed 
in the first schedule to the scheme. 

Members’ Contributions: Section A— 
ls. 8d. a week for entrant at age 21 rising 
to 2s. 5d. for entrant at age 54 or over. 
Section B—additional contributions from 
8d. to 1ld. a week according to age at 
entry. 

Minimum pensionable age: 65. 

Pension at minimum pensionable age: 
Section A—30s. a week after 40 years’ 
membership, diminished proportionately 
for shorter membership. Section B— 
additional 10s. a week after 35 years’ mem- 
bership of Section B, diminished propor- 
tionately for shorter membership. 

Back-service credit: Existing employees 
aged 52 and over joining Section A will 
be given credit (at the cost of the Com- 
mission) to secure a minimum pension of 
9s. 9d. a week at age 65. 

Deferred retirement: Normal pension in- 
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creased by 1/15th of Section A pension 
and 1/10th of Section B pension for each 
year’s service after 65, up to a maximum 
of five increases. 

Ill-health retirement: After ten years’ 
membership, proportionate pension based 
on years of membership; under ten years’ 
membership, return of contributions with 
interest. 

Death benefit: Lump sum payment re- 
presenting approximately return of mem- 
ber’s contributions with compound interest. 

Transfers: A transfer value will be paid 
to the salaried staff scheme when a mem- 
ber of the wages grade scheme is promoted 
and enters the salaried staff scheme. A 
transfer value will also be paid where a 
member with ten years’ membership leaves 
the Commission’s service and enters other 
employment in respect of which there are 
reciprocal arrangements for transfer of 
pension rights. There is provision for 
acceptance of transfer values from other 
schemes and for the employees concerned 
to enter the Commission’s scheme with 
waiver of age limit. 

Administration: The scheme will be ad- 
ministered by a central committee of 20 
persons, ten appointed by the Commission 
and ten nominated by the trade unions. 

Review: In the event of changes in 
National Insurance pension conditions the 
Commission are to review the scheme and 
if necessary request the Minister to amend 
the rules. 

Set-off of Existing Wages Grades Pen- 
sion Rights: Any benefits which the Com- 
mission are at present liable to provide 
under existing wages grade schemes or 
customary practice for existing staff who 
join the new scheme will be set-off against 
the Commission’s share of the benefits due 
to those persons under the new scheme. 

Division of Cost: Apart from the cost 
of back-service credit, which is borne by 
the Commission, benefits are provided as 
to one-half by the employee’s contribu- 
tions and as to one-half by the Commis- 
sion. The cost of administration will be 
borne by the Commission. 








REMODELLING OF NEW DELHI STATION.— 
The Deputy Minister for Railways & Trans- 
port stated in the House of the People in 
New Delhi that the remodelling of New 
Delhi Station was in progress. The esti- 
mated cost is Rs. 19-95 lakhs, of which 


Rs. 1:39 lakhs had been spent so far. 
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British Railways Cafeteria-Restaurant Cars 


Vehicles converted from existing stock 
to provide dual form of meal service 





New cafeteria-restaurant car with restaurant on left, kitchen in centre, and 
cafeteria on right 


Restaurant car services on British Rail- 
ways, withdrawn during the war, have been 
built up again during a period of rising 
costs and of changing habits of the travel- 
ling public. To meet these changing con- 
ditions by providing a greater range of 
service and a wider choice for the cus- 
tomer, while offsetting as far as possible 
increased costs of labour and of com- 
modities, the Hotels & Catering Services 
of the British Transport Commission have 
made considerable changes in catering 
arrangements, not only at many stations 
throughout the country but also by the 
provision on trains of cafeteria cars for 
serving light snacks and light refreshments 
en route. 

The latest development in this direction 
is the introduction of a combined cafeteria- 
restaurant car, serving either set meals or 
light refreshments from one vehicle con- 
tinuously throughout the journey. Twenty- 
seven of these cars are being built at East- 
leigh, as conversions from existing stock. 
At one end of each is an 18-seat restaurant 


in which breakfasts, luncheons, teas, 
dinners, and suppers will be served at the 
usual restaurant car prices. At the other 
end is a compact cafeteria, comprising a 
self-service counter and nine seats, and 
offering a full range of minerals, fruit 
drinks, tea, coffee, other beverages, cakes, 
biscuits, snacks, and, if required, hot 
dishes to form a complete luncheon or 
dinner at popular prices. The kitchen and 
staff accommodation divides the restaurant 
from the cafeteria and is equipped with 
hot-plates, grill, hot cupboards, and deep- 
freeze refrigerator. Both restaurant and 
cafeteria are fully licensed. 


Tray Service 

As the new type of service enables up 
to 64 meals to be served at one time, the 
cars will usually be placed next in the train 
to an open-vestibule type coach, thus 
enabling meals to be served in this adjoin- 
ing vehicle if required, in addition to the 
18 restaurant-type seats in the cafeteria- 
restaurant car itself. From the cafeteria 





(Left) Cafeteria section of the car showing tariff board, self-service counter, and cashier’s position, with table in foreground ; 
(right) restaurant section with corridor to kitchen section and cafeteria 
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end of the car passengers will be able to 
take trays of light refreshments into their 
own compartments if they wish. 

The new cars came into service in the 
London Midland Region on July 12 on the 
1.35 p.m. train from Nottingham to St. 
Pancras and the 7.10 p.m. train from St. 
Pancras to Derby. As other cars become 


available they will be run between St. 
Pancras and Bradford. Sheffield, Man- 
chester, Glasgow, and Edinburgh. 


Technical Features 
The cars are 61 ft. 6 in. long and 9 ft. 
wide at the waist, and weigh 35 tons. The 
general equipment, kitchens, _ sinks, 
cabinets, furnishings, and fittings have been 
designed in the British Railways works at 
Eastleigh. The oven, grills, boiling table, 
hot-plates, and other kitchen equipment 
are supplied by Benham & Sons Ltd., and 
the cafe set by W. M. Still & Sons Ltd., 
both of London. 

The furniture in the restaurant is of 
hardwood with hide upholstery; the table 
tops are of silky oak Persdorp and the 
walls are panelled in the same material. 
In the cafeteria the stools are of metal 
with sorbo rubber padded tops covered in 
hide; the top of the long table is of 
cigarette-burn proof Formica. Ceilings 
are of ivory satin finish Formica, supplied 
by Thomas De La Rue & Co. Ltd. 
The fuel used in the kitchen is a 50 per 
cent mixture of propane and butane gas. 


Staff & Labour Matters 


Further talks between representatives of 
the B.T.C. and of the unions and of the 
British Transport Commission took place 
on July 13 and 14 on the new wages 
structure for railwaymen. 

At the annual conference of the N.U.R. 
at Gourock last week a resolution was 
passed at a private session instructing the 
N.U.R. executive to demand a_ wage 
increase of 9 per cent for its members “at 
the executive’s discretion.” The N.U.R. 
claimed last year for a 15 per cent increase 
for salaried and conciliation staff and as 
a result of negotiations which terminated 
last December an increase of 6 per cent was 
granted, coupled with an undertaking that 
the Commission would join with the 
unions in an examination of the salary 
and wages structure. It was also the 
understanding that the Commission and 
the unions would confer in order to evolve 


ways of increasing the efficiency of ‘the 
railway organisation. 

On the wages structure the General 
Secretary of the N.U.R., Mr. J. S. 
Campbell, told delegates at the -annual 


conference at Gourock that the Commis- 
sion had offered an increase of 2s. 6d. a 
week to men on the minimum rate with 
more than a year’s service, which with the 
6 per cent already granted would make 
their minimum rate 127s. a week. 


INSTITUTE OF METALS: ANNUAL AUTUMN 
MEETING IN SWITZERLAND.—The _forty- 
sixth annual autumn meeting of the In- 


stitute of Metals will be held in Switzer- 
land, by invitation of the Société Suisse de 
Constructeurs de Machines and the Asso- 
ciation Suisse pour l’Essai des Matériaux. 
The meeting will open in Zurich on Mon- 
day, September 6. Members and_ their 
guests will leave Zurich on Saturday, Sep- 
tember 11 for Montreux, from which town 
additional visits to works will be paid until 
the afternoon of Tuesday, September 14, 
inclusive. 
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‘* Moving Millions’ Exhibition 


London Transport exhibition of mech- 
anical devices on Underground system 


An exhibition to show the London 
travelling public some of the mechanical 
features of the London Underground 
system, entitled the Moving Millions 
Exhibition, was opened at Charing Cross 
Underground Station by Sir John Elliot, 
Chairman ef the London Transport Exe- 
cutive, on July 12. The exhibition remains 
open to the public on weekdays for a 
month from July 12, inclusive. Later in the 
summer a companion exhibition will open, 
also at Charing Cross, devoted to the road 
service side of London Transport. 

Sir John Elliot in his 
opening ceremony reminded his audience 
that London Transport recently celebrated 
its twenty-first birthday. Its roots, he said, 


went much deeper than that In 1907 
Lord Ashfield—Albert Stanley, as he then 
was—came home to London from America 


to take charge of the Metropolitan District 


Railway and three tube railway com- 
panies, and had seen, with astonishing 
clarity, that the only real way to give 


Londoners the kind of all-embracing ser 
vice they ought to have was to be found 
in co-operation between all the various 
kinds of transport. 


Establishment of L.P.T.B. 
In the years that followed, Sir John 
Elliot added, Lord Ashfield had worked 
unceasingly towards his objective, finally 


establishment of the 
[Transport Board on 
July 1, 1933. By his side were Frank Pick, 
“the fire in the boiler,” and other first- 
rate transport men, among whom John 
Cliff, the Deputy Chairman of London 
Transport, was with them today. 

Lord Ashfield had always insisted that 
the passengers should reap the benefit of 


achieved with the 
London Passenget 


all that technical and engineering skill 
could produce. Today, they wanted to 


show their passengers something of what 
went on behind the scenes, how those 
technica! and engineering skills had been 








speech at the 


service of Greater 


applied in the 
Londoners. 


Obligations of London Transport 


London Transport’s virtual monopoly, 
with the miain-line railways, of public 
passenger transport in the London area, 
Sir John Elliot went on, placed upon them 
all a very special responsibility, far greater 
than that which lay on a_ purely com- 
mercial organisation. The higher fares for 
which, with great reluctance, they had 
recently applied, and which now had been 
approved, were absolutely necessary if 
London Transport was to continue to pro- 
vide the frequent, clean, and, he believed, 
from much personal observation, courteous 
service to which London had been accus- 
tomed for so many years. 


Cost of Peak-Hour Services 


They could easily cut the peak-hour 
services down, for that is what cost the 
money. They would in this way save 
money and lengthen the peak-hour bus 


queues to an intolerable degree, and pro- 
duce chaos on their railways. He did not 
believe that London would accept it, and 


did not think it ought to be asked to. They 
must never depart from the tradition 
founded by Lord Ashfield of continually 


asking themselves if things could not be 
done in a newer and better way. 

So they invited their passengers to come 
and see for themselves just a little, at any 
rate, of “ what made the wheels go round.” 
They hope that passengers would continue 
to display the closest interest in the 
quality of service they received.. 

Working Exhibits 

One of the main 
exhibition is that the 
everything possible themselves. 
include:— 

A full-size 
train driver’s cab with 


features of the 
public can work 
Exhibits 


model of an Underground 
dead man’s con- 





Sir John Elliot explaining to the Lord Mayor ‘of London (left) and to Mr. Hugh 
Molson, the operation of a door from the guard’s compartment of an Underground 
train 
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troller handle and _— electro-pneumatic 
brake. Visitors are able to work the 
controls, set a train wheel in motion and 
then stop it by applying the brake. 

A 25-ft. section of a typical Under- 
ground rail track, equipped with modern 
devices. When the visitors press a 
button, the 16-ft. points swing over, full- 
size colour light signals and route indi- 
cators change their aspect, and an auto- 
matic trainstop springs up beside the 
track. The points are warmed, as in 
frosty weather, by an oil-electric point- 
heater. An anti-freeze rail bath also is 
on show. 

A pair of automatic Underground car 
doors, with their motors. Visitors may 
open and close them by working the 
buttons on a guard’s control panel. 

A. station ticket machine with trans- 
parent plastic sides. By putting in a 
penny, visitors get a souvenir exhibition 
ticket, and the machine returns the penny 
as well. 

A large working model of an escalator 
which can be stopped and started by a 
push-button. 

The switchboard of a substation control 
room. By throwing a remote control 
switch visitors Operate current control 
apparatus which in actual operation would 
be located miles down the line. 

Other features are a sectional model of 
a main Underground interchange station, 
showing layout of tunnels and passages; a 
model of a power station; a “ see how they 
run” train indicator clock; and a quarter- 
size model of a tube train bogie. 

All the exhibits are standard London 
Transport components. In addition, 
pictures and diagrams give the public 
information about the volume of London 


Transport’s services, power generation, 
operating, rolling stock overhaul and 
signalling. 

Those present included : 

The Lord Mayor of London, Sir Noel 
Bowater; Mr. Hugh Molson; Sir Gilmour 


Jenkins; Messrs. F. A. Pope, C. K. Bird, David 
Blee, J. H. Brebner, J. L. Harrington, E. G. 
Marsden, S. E. Parkhouse, S. B. Taylor, 
J. W. Watkins. 


Questions in Parliament 
Nationalisation Payments to Road Hauliers 

Mr. Joseph Grimond (Orkney & Shet- 
land—Lib.) on July 7 asked the total sum 
still owing to road hauliers as payment for 
nationalisation; and what rate of interest 
accrued on it. 

Mr. Alan Lennox-Boyd (Minister of 
Transport & Civil Aviation) in a written 
answer stated: The B.T.C. estimates that 
at June 30, 1954, some £2,000,000 remained 
to be paid, Interest on outstanding com- 
pensation accrues at 3 per cent per annum. 


Passenger Charges Schemes 

Mr. A. F. Holt (West Bolton—Lib.) on 
July 7 inquired whether the Minister of 
Transport & Civil Aviation, would intro- 
duce legislation to amend Section 78 of 
the Transport Act, 1947, in order to ensure 
more effective publicity in connection with 
the lodging of objections with the Trans- 
port Tribunal to any new British Transport 
Commission (Passenger Charges) Scheme. 

Mr. Alan Lennox-Boyd replied that 
he theught the present procedure adequate. 

Mr. Holt mentioned the objection ef 
the London Passenger Association to the 
recent fares scheme, which objection was 
not heard by the Tribunal. Did that not 
indicate, he asked, that the publicity 
arrangements were not satisfactory? 
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_ Mr. Lennox-Boyd said that the associa- 
tion concerned, whose late application was 
rejected by the Transport Tribunal, was, 
he thought, well aware of the procedure, 
having lodged objections on previous 
eccasions and having been heard. The 
requirements were laid down in the Trans- 
port Act, 1947, and the Transport Tribunal 
Rules, 1949, and, he thought, worked quite 
smoothly. 


Transport Commission Pensions Scheme 
Mr. Anthony Barber (Doncaster—C.) 
on July 7 inquired whether the Minister of 
Transport & Civil Aviation would make a 
Statement about the establishment of a 
pension scheme for wages grades employed 
by the British Transport Commission. 
Major Sir Frank Markham (Buckingham 
C.) also asked a question on this scheme. 
Mr. Alan Lennox-Boyd in reply stated 
that, following complete agreement be- 
tween the British Transport Commission 
and the trade unions upon the terms of 
a pension scheme for male wages grades, 
he had made Regulations establishing 
this Scheme as from October 1 next. 
These Regulations had been laid before 
Parliament that day and copies would be 
available to Members. The scheme pro- 
vides a pension of 30s. a week at 65 after 
40 years membership, with a further 10s. 
for certain senior grades. 


Parliamentary Notes 


Post Office (Site & Railway) Bill 
The Post Office (Site & Railway) Bill 
was considered by the House of Lords in 
Committee on July 7, and reported without 
amendment. 


Siam-Burma Railway 

Mr. James Johnson (Rugby—Lab.) 
asked the Minister of Pensions & National 
Insurance, how much the Government of 
Siam had paid for the Siam-Burma Rail- 
way built by British prisoners of war; and 
what amount had been received by each 
prisoner of war or the dependants of these 
who have died. 

Mr. Osbert Peake (Minister of Pensions 
& National Insurance) stated in a written 
reply: The sum of £355,000 has been paid 
by the Government of Siam in respect of 
the Burma-Siam Railway. This has to be 
distributed between several Governments 
whose nationals were employed in build- 
ing it. The share of the United Kingdom 
Government is about £170,000. 


WELFARE OF ANIMALS ON BRITISH RAIL- 
ways.—lIn a letter to The Daily Telegraph 
Mr. J. H. Brebner, Chief Public Relations & 
Publicity Officer, British Transport Com- 
mission, has drawn attention to an 
erroneous statement made at the recent 
annual meeting of the R.S.P.C.A., that 
damage to animals on British Railways 
amounted to £500,000 a year. British Rail- 
ways, he points out, convey 5,500,000 
animals a year, and the amount of damage 
to such animals in relation to the number 
carried is insignificant, amounting last year 
to only £8,000. Special measures are taken 
in regard to the welfare of animals sent by 
rail, the arrangements being under the 
general supervision of a Chief Veterinary 
Surgeon, assisted by a qualified staff. Only 
last year British Railways prepared and 
issued to all the staff concerned a simplified 
guide to the handling of animals, which 
had the full approval and commendation of 
the R.S.P.C.A. and other societies 
interested in animal welfare. 
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Contracts & Tenders 


The Westinghouse Brake & Signal Co. 
Ltd. has been awarded contracts for the 
supply of centralised traffic control to the 
Rhodesia Railways and the New Zealand 
Government Railways. The Rhodesian 
installation will cover some 85 miles of line 
and that in New Zealand ten miles. 


British Railways, North Eastern Region, 
have placed orders as follows :— 


H. Field & Son (Contractors) Ltd., Barnsley: 
Carlton North, new signalbox 

Joshua Bigwood & Sons Ltd., Wolverhamp- 
ton: York Carriage Works, four industrial 
stokers 

C. A. Parsons & Co. Ltd., Newcastle-on- 
Tyne: One 500-kVA transformer, Dinsdale 


British Railways, Southern Region, have 
placed orders as follows :— 

Darlington Insulation Co. Ltd., London, 
S.W.1: insulation of heating mains, Wimbledon 
Park Carriage Sheds 

G. W. Ellingham Limited, Dartford: exten- 
sion of platforms at Lee, Mottingham, New 
Eltham, Sidcup, Albany Park, Bexley, and 
Crayford 

The Cementation Co. Ltd.: repairs to break- 
water, Newhaven, and pile foundations, 
Chestfield & Swalecliffe Halt 

W. H. Gaze & Sons Ltd., Kingston-on- 
Thames: new station building at Twickenham 


Midland 


British Railways, London 
i following 


Region, announce that the 
contracts have been placed :— 

The Cementation Co Ltd., London, S.W.1 
(piling contract) and with the Butterley Co. Ltd., 
Butterley, mear Derby (general contract): 
reconstruction of bridge No. 76 over the River 
Dove on the Stoke Junction-Willington Junction 
line, Derby 

Keenan & Yates Limited, St. Annes-on-Sea: 
stores and amenities at Fleetwood station 

Mellowes & Co. Ltd., Sheffield 3: renewal 
of the high level roof with patent glazing at 
Carlisle Citadel station 

Weston & Co. (Manchester) Ltd., Manches- 
ter 3: renewal of the high level roof coverings 
with Robertson’s protected metal sheeting at 
Carlisle Citadel station 

Ashwell & Nesbit Limited, Leicester: heating 
and hot water service in the machine shop 
and engine shed segment London Road Motive 
Power Depot, Leicester 

Robert Myles Limited, Liverpool: barriers, 
etc. for the Lime Street Station improvements 
at Liverpool 

Leonard Fairclough Limited, Adlington: 
modernisation (Stage 2) of the examination and 
repair shop at Crewe North Motive Power 
Depot 


The High Commissioner for India invites 
tenders for laminated bearing springs. 
Details appear under Official Notices on 
page 83. 


The Director General of Supplies & Dis- 
posals, New Delhi, is inviting tenders for 
140 axleboxes (cast steel), broad gauge, 
for 10in.x5in. journal with dust shield 
cover to be seam welded but without 
groove liners. Tenders, quoting reference 
SR1/16169-E/1/1, will be received up to 
10 a.m. on July 29. 

Forms of tender are only available for 
purchase in India from the Deputy Direc- 
tor General (Supplies), Directorate General 
of Supplies & Disposals, New Delhi; 
Director of Supplies & Disposals, Bom- 
bay or Calcutta; Deputy Director of Sup- 
lies & Disposals, Madras. 

If the date for the receipt of tenders 
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does not allow sufficient time for tenderers 
to obtain tender forms from India, they 
may submit their quotation to India in 
their own letter form or by telegram so 
long as all essential particulars are given 
and provided they simultaneously apply 
for the tender forms and return them duly 
completed as quickly as possible on the 
basis of advance quotations already sub- 
mitted. 

A copy of the tender form can be 
examined at the above address on applica- 
tion to the “CDN” Branch of the India 
Store Department, 32-44, Edgware Road, 
London, W.2, and the drawings can be 
seen at the offices of Hodges, Bennett & 
Company, 59-60, Petty France, London, 
S.W.1, from whom copies may be obtained 
at a fixed price per sheet. 


Notes and News 


Stores Inspector Required.—Applications 
are invited for the post of stores inspector 
required by the Nigerian Railway for tour 
of 12 to 24 months. See Official Notices 
on page 83. 


Designing Draughtsman, Grade II, Re- 
quired.—Applications are invited for the 
post of designing draughtsman, Grade II, 
required by the East African Railways & 
Harbours Administration, for one tour of 
40 to 48 months, with prospect of per- 
manency. See Official Notices on page 83. 


Railway Reservists in Camp.—The annual 
camp of 19 Railway Group, R.E. (A.E.R.), 
was held at the Transport Training Centre, 
Longmoor, Hants., from May 28 to 
June 12. The Group comprises 153 Rail- 
way Traffic Squadron, 157 Locomotive 
Running Squadron, 159 Railway Survey 
Squadron, 608 Railway Maintenance 
Squadron and 2 Railway Telegraph Squad- 
ron. The remaining squadron, 150 Rail- 
way Maintenance Squadron, trained at 
Marchwood this year. The Group is com- 
manded by Colonel F. J. J. Prior, O.B.E., 
who is District Engineer, Purley, British 
Railways, Southern Region. 


Norwich - Edinburgh - Glasgow Midweek 
Tickets.—On July 13 third class only mid- 
week period return tickets were introduced 
between Norwich Thorpe, Edinburgh 
Waverley and Glasgow Queen Street. They 
are available by specified trains, outward 
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and return,*on Tuesdays, Wednesdays and 
Thursdays, for 17 days from the date of 
issue, and are considerably cheaper than 
ordinary return fares; the Norwich- 
Glasgow fare of 75s. compares with 129s. 
ordinary return. 


Diesel Railcars for West Riding.—During 
April, May and June the following diesel 
railcars were put into traffic in the West 
Riding: seven motor third brakes and seven 
composites. All were built at Derby 
works. 


Course of Lectures on Electric Traction.— 
A course of 24 lectures on electric traction 
will be given by specialist lecturers at the 
Borough Polytechnic, Borough Road, 
London, S.E.1, beginning on October 1, 
1954, at 7 p.m. See Official Notices on 
page 83. 


Exceptional Load on Metre-Gauge Line.— 
in the article ** Exceptional Load on Metre- 


Gauge Line” in our June 4, page 635, 
col. 3, lines 15-19, the reference to “ six 
miles” related to the distance between 


Baghdad and the refinery site; the distance 
from the wharf (at Basrah) to the refinery 
site is 347 miles. 


Anglo-Swiss Screw Co. Ltd.—The Anglo- 
Swiss Screw Co. Ltd., manufacturers of 
precision screws, nuts, and other compo- 
nents, opened an office at No. 12 St. Ann’s 
Square, Manchester, 2, on July 1, under 
the control of Mr. Thomas Rogers. The 
telephone number is Deansgate 7552 (2 
lines). 


Newcomen Society: Change of Address.— 
On and after July 28, the address of the 
Newcomen Society for the study of the 
history of engineering and technology will 
be transferred from 43, Kings Road, 
London, S.W.3. Communications should 
then be addressed to the Hon. Secretary, 
The Newcomen Society, Science Museum, 
Exhibition Road, London, S.W.7. The 
society will have an office at the Science 
Museum, and the telephone number will 
be Kensington 1793. 


The “Shamrock,” London Midland 
Region.—A new named train was intro- 
duced on British Railways, London Mid- 
land Region, beginning with the summer 
service. This is the “ Shamrock,” which 
leaves Euston at 4.55 p.m. daily (4.30 p.m. 
on Saturdays) and Liverpool (Lime Street) 





The “‘ Shamrock,” a new named train in the London Midland Region, which 
connects with steamship services to Ireland 
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at 8.10 a.m. daily. The new expres 
connects with the Belfast and Dublir 
steamship services to and from Liverpool 


Kirby Park Station Closed.—Kirby Park 
Station between Hooton and West Kirby, 
London Midland Region, was permanently 
closed for ordinary passenger, parcels and 
passenger train merchandise on July 5. 


Combined Excursions.—Two leaflets issued 
recently by British Railways give details ot 
excursions combining rail journeys with 
sea, river, and road itineraries, The first. 
prepared in conjunction with the Genera 
Steam Navigation Co. Ltd., gives par 
ticulars of excursions to Clacton by sea 
returning by rail to London, and a trip, 
which can be taken in either direction, by 
train to Clacton, steamer from Clacton to 
Southend, and rail from Southend to 
London. There are also cross-Channel 
cruises and day excursions to Boulogne. 
The second pamphlet describes trips to the 
Norfolk Broads, with a river portion by 
launch; rail and road tours of the Norfolk 
coast; and to King’s Lynn, Sandringham, 
and Hunstanton, There is also a tour to 
the Constable country, including a road 
tour from Colchester. A packed lunch is 
included in the fare of 15s. third class. 


Southdown Motor Services Limited Meet- 
ing.—The annual meeting of Southdown 
Motor Services Limited was held in 
Brighton on July 7. Mr. R. P. Beddow, 
the Chairman, said that during the year 
under review costs had risen permanently 
and revenue had risen in a way which could 
only be regarded as non-recurring, includ- 
ing as it did Coronation period special 
traffics, the effect of a fine autumn, and 
exceptional tax allowances. Mr. Beddow 
spoke of the effect of the tax on fuel, and 
pointed out that the same fuel used in diesel 
trains was free of tax. Progress had been 
made in equipping certain seriously un- 
remunerative routes with light 39-seater 
buses designed for one-man _ operation. 
The resultant savings in wages and fuel 
encouraged the continuation of these 
routes, which, while still unremunerative, 
were of value to the public. 


Pescara-Muntz Compressor: New Distribu- 
tor.—Mackay Industrial Equipment Limi- 
ted and Alan Muntz & Co. Ltd. announce 
that the former has been appointed sole 
distributor in England, Wales, Northern 
Ireland, and Eire of the Pescara-Muntz 
free-piston portable air compressor. The 
Pescara-Muntz compressor is a_ British 
machine and is being produced on a large 
scale by Alan Muntz & Co. Ltd., who hold 
exclusive licences for the Pescara patents in 
the United Kingdom and the Common- 
wealth. The P.42 compressor, which is 
now being offered, has a power unit con- 
sisting of a single diesel cylinder, in which 
two opposed pistons work a two stroke 
cycle, one diesel piston being connected 
directly to the compressor piston working 
in the compressor cylinder, and the other 
connected to a cushion piston working in 
a cushion cylinder. This latter takes the 
place of a flywheel in providing return 
energy to maintain the firing cycle. 


New Diesel Train on the Wellingborough- 
Higham Ferrers (L.M.R.) Line.—From 
Thursday, July 15, a lightweight diesel- 
powered train of three coaches and seating 
117 passengers, will be introduced experi- 
mentally by the London Midland Region, 
British Railways, on the branch line be- 
tween Wellingborough and Higham Ferrers. 
The steel underframes and the engine units 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vasanetes Order, 1952, 


g TORES INSPECTOR required by NIGERIAN 

RAILWAY for tour of 12/24 months either (a) 
with prospect of pensionable employment at salary 
of £1,500 a year (including expatriation pay) or (5) 
on temporary terms at salary of £1,776 a year (includ- 
ing expatriation pay) plus gratuity at rate of £150 a 
year. Outfit allowance up to £60. Free passages for 
officer and wife. Assistance towards cost of children’s 
passages or grant up to £150 annually for maintenance 


in U.K. Liberal leave on full salary. Candidates 
should have wide experience of Railway Stores 
methods, stock control, mechanical and engineering 
materials, indenting claims and mechanical accounting. 


Write to the Crown Agents, 4, Millbank, London, 
S.W.1. State age, name in block letters, full qualifi- 
cations and experience and quote M3B/33995/RA. 
Applicants now serving with British Railways are 
eligible for secondment and should apply through 
their local officers. 
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OFFICIAL NOTICES 


THE HIGH COMMISSIONER FOR INDIA invites 

tenders for the supply of:— Laminated Bearing 
Springs,  silico-manganese_ steel, complete with 
buckles, packing plates and set screws as under:— 
1,500 For Wagons, 8 plates, 3 ft. 6 in. centres 
straight; 300 For Wagons, 13 plates, 3 ft. 6 in. centres 
straight. Forma of tender may be obtained from the 
Director General India Store Department, 32/44, 
Edgware Road, London, W.2, on or after July 16, 
1954, at a fee of 10s. which is not returnable. If 
payment is made by cheque, it should please be made 
payable to ‘** High Commissioner for India.’’ Tenders 
are to be delivered by 2 p.m. on Friday, August 20, 
1954. Please quote reference No. 57/54/DH/RLY.3. 


B a x a POLYTECHNIC, Borough Road, 

S.E.1. Principal: Douglas H. Ingall, D.Sc., 
F.R.I. C., F.Inst.P., Hon.M.I.H.V.E. A course of 24 
lectures on ELECTRIC TRACTION will be given 
by specialist lecturers beginning on October 1, 1954, 
at 7 p.m. There will be 10 general lectures, 7 lec- 
tures on railway applications, and 7 lectures on 
applications to Road Passenger Transport. Fee 
£3 10s. A brochure and application for admission 
form may be obtained from: The Secretary, Borough 

Polytechnic, Borough Road, S.E.1. 
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D ESIGNING DRAUGHTSMAN GRADE Il 
required by the EAST AFRICAN RAILWAYS 
AND HARBOURS ADMINISTRATION for one 
tour of 40/48 months with prospect of permanency. 
Salary scale (including temporary allowance of 
35 per cent salary) £958 rising to £1,012 a year with 
free quarters or an allowance in lieu. Outfit allow- 
ance £30. Free passages. Liberal leave on full 
salary. Candidates must have served a_ full 
apprenticeship to mechanical engineering and have had 
railway mechanical experience and at least three years 
Drawing Office experience in the design of locomotives 
and their components. Write to the Crown Agents, 4, 
Millbank, London, S.W.1. State age, name in block 
letters, full qualifications and experience and quote 
M2A/30519/RA. 
J NTERNATIONAL RAILWAY "ASSOCIATIONS. 
Notes on the work of the various a ions 
concerned with International or principally on 
the European Continent. 2s. Dost 2s. he 
scanned Gazette, 33, Tothill ; street, Le London, S.W.1. 





BOUND VOLUMES. —We can arrange = for readers’ 
copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press, Limited, 
33, Tothill Street, London, S.W.1. 








were made in the A.E.C, Limited works at 
Southall. and the body work at Park Royal 
Vehicles Limited; the train was described 
and illustrated in our May 30, 1952 issue. 
The service forms part of a special study 
which is being made by British Railways to 
explore the possibilities of lightweight units 
for developing traffic and for working it 
more economically. Under present arrange- 
ments all railcar production, design, and 
sales, which was formerly handled by 
A.C.V. Sales Limited (A.E.C.), and Leyland 
Motors Limited independently, is now 
handled by their joint company, British 
United Traction Limited, as intimated in 
our July 1, 1953, issue. We understand 
British United Traction Limited have a 
number of similar vehicles on order. 


Railway Students’ Association Convention. 
—The annual convention of the Railway 
Students’ Association, London School of 
Economics & Political Science, was opened 
on Friday last, July 9, at the Hope Hall of 
Residence, University College of the South- 
West, Exeter, by Mr. C. E. R. Sherrington, 
Director of Research, Information Divi- 
sion, British Transport Commission, and a 
Vice-President of the Association. The 
President. Mr. David Blee, Chief of Com- 
mercial Services, B.T.C., was unavoid- 
ably prevented from _ being present. 
At the opening, a paper on “ The South- 


West of England—the geographical 
background of the occupations of the 
people.” was presented by Mr. A. H. 


Shorter. of the Department of Geography 
at the University, The same day, a Recep- 
tion was held at the Guildhall by the 
Mayor of Exeter, Alderman C, H. W. Hill. 
On Saturday, July 10, Mr. D. H. Hawkes- 
wood, District Commercial Superintendent, 
Western Region, Exeter, read a paper 
entitled * The practical traffic problems of 
the West Country.” Among the transport 
installations visited during the convention, 
which continued until Tuesday, were the 
stone quarry at Meldon, the concrete works 
and motive power depot at Exmouth Junc- 
tion, Southern Region, and the Millbay 
Docks, Plymouth. 


Bridge Over Yangtze Planned.—A _ pro- 
jected bridge over the Yangtze at Wuhan, 
which. with the bridge across the Han river, 
will link up north and south sections of 
the railway from Peking to Kowloon, is 
designed to be more than twice as long as 
Sydney Harbour Bridge with a main span 
of 3.760 ft. and approach spans and con- 
necting lines totalling over eight miles. The 
president of the Chinese Society of Civil 
Engineers. who assisted in designing the 


bridge and made surveys in 1933, said the 
design had been drawn up with the aid of 
Russian experts in September last year. 
The bridge will be of the continuous truss 
type. It is expected to open for traffic at 
the end of the present five-year plan. 
Trains will move on the lower deck and 
motor traffic on the upper deck. The 
height will equal that of a 20-storey build- 
ing, enabling ocean-going ships to pass 
beneath. 


Cammell Laird & Co. Ltd. Meeting.—At 
the annual meeting of Cammell Laird & 
Co. Ltd., held recently in Birkenhead, 
Mr. J. C. Mather, the Chairman, said in 
his circulated statement that, in spite of 


continuing difficulties, the year had 
again been satisfactory. Approximately 
£2,000,000 of reserves were considered 


surplus to requirements and a distribution 
of 2s. 6d. per ordinary stock unit was pro- 
posed as a capital dividend. To bring the 
issued capital more into line with the 
capital employed in the business, a scrip 
bonus issue of one 5s. share for every two 
ordinary stock units held would be pro- 
posed, subject to Treasury consent. The 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd. had achieved a new record in 
deliveries of railway rolling stock. Of 
output value, 70 per cent was against 
export orders, including passenger coaches 
for South Africa, Rhodesia, Ceylon, and 
Egypt. Large numbers of wagons were 
shipped to Commonwealth countries and 
Argentina’ Ten diesel electric locomo- 
tives were completed for the New South 
Wales Government Railways. Over 200 
new standard steel coaches and 2,500 
wagons were supplied to British Railways. 
The special capital dividend was approved 
and bonus issue proposals were sanc- 
tioned. 


Glenfield & Kennedy, Limited.—In order 
to finance capital requirements of some 
£400,000 the board of Glenfield & Ken- 
nedy, Limited, propose to reorganise the 
existing preference capital. An offer of 
395,000 £1 cumulative preference shares at 
5} per cent would be made to stockholders 
for cash. The acquisition of outstanding 
shares in three subsidiaries is proposed by 
an exchange of shares involving the issue 
of a further 295,000 of the new 5} per 
cent £1 preference shares. The reorganisa- 
tion involves the conversion of the exist- 
ing £100,000 44 per cent “A” preference 
stock and the £100,000 74 per cent “B” 

preference stock. These would become 
one class of 200,000 54 per cent £1 shares. 


A further 110,000 54 per cent preference 
shares would be issued fully paid, by way 
of capitalisation of reserves to holders of 
“A” and “B” stocks. The proportions 
would be three to every £5 “A” stock and 
one for every £2 “ B” stock. If all the pro- 
posals take effect the 54 por cent pre- 
ference capital will amount to £1,000,000. 
The financial results for 1953 were sum- 
marised in our issue of April 30. 


Prizewinning Western Region Poster.—The 
accompanying illustration shows a new 
poster for Paignton, South Devon, which 
has been produced by the Public Relations 
& Publicity Department, Western Region, 
British Railways, in conjunction with the 
Paignton Urban District Council. The 
poster, commissioned from Mr. R. M. 
Lander, the artist, has obtained the Tatter- 
sall Trophy for 1954, which is awarded to 
the resort submitting the most attractive 
roster to the Conference of the Associa- 


Paignton 





Poster advertising Paignton and pub- 

lished by the Western Region which has 

gained for Paignton the Tattersall 
Trophy this year 
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tion of Health and Pleasure Resorts. The 
poster will be exhibited on the principal 
stations of British Railways. 


Small & Parkes Limited: Belfast Depot.— 
With effect from July 20, the address of 
the Belfast depot of Small & Parkes 
Limited will be 67, Dublin Road, Belfast. 
The telephone number will be Belfast 
28967. The depot will be under the 
control of the area manager, Captain J. 
Douglas, who will be assisted by Mr. C. N. 
Foster (Industrial Sales) and Mr. F. 
McRobb (Transport Sales). 


Dorada Railway Co. Ltd. Meeting.—The 
annual meeting of the Dorada Railway Co. 
Ltd., was held in London on July 8. In his 
circulated statement, Mr. Robert Adeane, 
Chairman, said that there had been a 
small increase in Operating revenue, and 
that strict economies had resulted in a 
slight reduction of expenses. Business in 
Colombia was good throughout the year 
and there was a favourable trade balance. 
Competition had increased and it was 
necessary to fight for whatever traffic was 
offered. The ropeway branch showed an 
improvement on the 1952 figures, and was 
a source of valuable revenue to the rail- 
way by providing through interchange 
traffic. It was probable that the section of 
the Magdalena railway from La Dorada to 
Puerto Berrio would be in service in 1954. 
Financial results were given in our issue 
of May 28. 


Pressed Steel Co. Ltd.—The annual meet- 
ing of the Pressed Steel Co. Ltd. was held 
in London recently. In his circulated 
statement, Major Albert Pam, the Chair- 
man, said that the profit for 1953, after an 
appropriation of £250,000 to the reserve 
for increased cost of replacing plant, 
machinery, and equipment, was £804,548. 
With the balance brought forward from 
1952 the total figure was £2,347,023, from 
which an aggregate of £549,231 was 
deducted, leaving £1,797,792. <A _ transfer 
of £500,000 to general reserve was recom- 
mended, as was a final dividend on the 
ordinary stock of 124 per cent, absorbing 
£227,868. £688,000 was spent during the 
year on new equipment and plant and a 
further £786,000 destined for such purposes 
to ensure that the motor car, refrigerator, 
and railway wagon divisions remain efficient 
and up to date. A further order for rail- 
way wagons had been received from 
British Railways, which would keep that 
section of the Linwood works busy for at 
least two years, The report and accounts 
were adopted and the final dividend 
approved. 


Yorkshire Traction Co. Ltd.—At the recent 
annual general meeting of the Yorkshire 
Traction Co. Ltd.. Mr. Raymond W. 
Birch, Chairman of the company, presided, 
and said that the number of passengers 
carried in 1953 was over 80,000,000. This 
was a record for the company. He stressed 
the need for increased productivity, and 
said that no industry had done more in 
that direction. In spite of the costs of 
operation having risen to two-and-a-half 
times the pre-war figure, they had been 
able, up to last year, to avoid any greater 
fare increase.than 30 per cent, Some fares 
had not increased at all. The company was 
denied financial benefit from its enterprise 
in making economies and increasing pro- 
ductivity by discriminatory taxation, which 
inflated high costs. This efficiency went 
against the company when applications for 
increased fares were necessary, for a less 
efficient concern, showing heavy losses, 
could justify higher rates. It had been 
hoped that the 1954 Budget would make 
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some reduction in the 214 per cent tax on 
diesel fuel oil, but although it had been 
made clear that the double load of repeated 
wage increases and continued penal fuel 
taxation could not be borne indefinitely 
and must lead to further fare increases, this 
relief was not given. Taxation, in vehicle 
duties and fuel tax, took £187,000 last 
year. 


Western Welsh Omnibus Co, Ltd. Meet- 
ing.—At the annual meeting of the Western 
Welsh Omnibus Co. Ltd., on July 8, Mr. 
J. S. Wills, the Chairman, said that the 
year under review was the twenty-fifth year 
of operation of the company under its 
present title, which was adopted on 
April 1, 1929, on the merger of the road 
passenger interests of the Great Western 
Railway in south and West Wales with 
those of South Wales Commercial Motors 
Limited. Since 1929 the number of buses 
had increased from 175 to 634, the staff 
from 500 to 2,600, annual mileage from 
5,000,000 to more than 23,500,000, and 
revenue from £181,000 to £2.227.000. The 
area of operation covered some 4,200 
square miles. An agreement had been 
reached with the Cardiff Corporation for 
the establishment of a central bus station 
near the main Cardiff railway — station. 


July 16, 1954 


Forthcoming Meetings 


July 17 (Sat.).—British Railways, 
Southern Region, Lecture & Debating 
Society. Afternoon cruise over the 
Regent’s Canal from Paddington to 
Camden Town. 

July 17 (Sat.).—Permanent Way _Institu- 
tion, Manchester & Liverpool Section, 
at the Temperance Institute, London 
Street, Southport, at 2.30 p.m. Talk 
by Mr. J. Tanner on “ Maintenance 
of Curves.” 

July 24 (Sat.).—Railway Students’ Asso- 
ciation. Coach tour of East Sussex, 
leaving Three Bridges Station, British 
Railways, Southern Region, at 2.15 


p.m. 
July 28 (Wed.).—Permanent Way Institu- 
tion, London Section. Visit to 


*“Ciment Fondu”™ works of La Farge 
Aluminous Cement Co. Ltd., at West 
Thurrock, Essex. 

Until September 25 (Sat.).—* Popular 
Carriage” Exhibition (Two centuries 
of carriage design for road and rail) 
in the Shareholders’ Meeting Room, 


Railway Stock Market 


Continued expansion of business has put 
industrial shares up to fresh record levels, 
and British Funds remained in demand at 
higher prices. Sentiment was helped by 
the latest trade figures and by Mr. R, A. 
Butler's review of the economic situation. 
The rise in British Funds has been assisted 
by the growing view that a cheaper money 
policy may be in prospect, A growing 
assumption is that the bank rate is likely 
to remain at its present 3 per cent for some 
time to come and may eventually be 
reduced to 24 per cent. Looking ahead, 
it is also being assumed that many com- 
panies which have raised dividends this 
year will be in a position to make further 
increases next year when results will in 
many cases benefit from the end of E.P.L. 
In view of these hopeful arguments it is 
perhaps hardly surprising there is still little 
disposition for investors to take the profits 
represented by the big rise in share values 
during the past few months. It seems, 
however, that some shares are at unduly 
high levels, as they seem already to have 
discounted the scope for higher dividend 
payments next year. 

Foreign rails have been more active. 
Buying of Dorada Railway ordinary stock 
on future take-over possibilities was a fea- 
ture, and the price advanced sharply to 84 
in a market none too well supplied with 
stock. 

Guayaquil & Quito first mortgage bonds 
were dealt in up to 554, Taltal Railway 
shares around 13s. 3d. and Brazil Railway 
bonds marked 8. 

Business at 284 was recorded in Chilian 
Northern 5 per cent debentures, while 
Costa Rica ordinary stock marked 74 and 
the 6+ per cent first debentures 63. 

Emu Bay 5 per cent debentures changed 
hands at 444 and Midland of Western 
Australia stock at 203. There were again 
dealings around 4s. 43d. in Nyasaland 
Railways shares. 

United of Havana stocks encountered a 
little selling on less hopeful pay-out esti- 
mates, The second income stock receded 
to 374 and the consolidated stock to 54, 
but buyers were about at these levels. 

Mexican Central “A” debentures reacted 


Euston Station, London, N.W.1. 
Weekdays 10 a.m. to 7 p.m.; Sundays 
2 to 7 p.m. 

to 75, San Paulo ordinary units were 


3s. 6d., and Nitrate Rails shares 20s. 3d. 
Manila Railway ordinary and preference 
shares were 9s. I1}d. and 19s. 14d. respec- 
tively. In other directions, Antofagasta 
stocks have been steady with the ordinary 
at 8} and the preference 40 xd, while there 
were a number of dealings up to 694 in 
the 5 per cent (Bolivia) debentures. 

Canadian Pacifics have been in demand 
and strengthened to $47} with the prefer- 
ence stock steady at £68} and the 4 per 
cent debentures £90. Elsewhere, White 
Pass no par value shares receded further 
to $254. 

As usual, road transport shares were 
firmly held. Southdown were 3ls. 6d., West 
Riding 3ls. 6d. and Lancashire Transport 
59s. Potteries Motor Traction marked 31s. 
and Devon General around 30s. 6d. 

There was a good volume of business 
in engineering and kindred shares, and also 
electrical equipments, on attention drawn 
to the prospect that a wide range of com- 
panies are likely to play an important part 
in the future development of atomic power 
for industrial uses. Babcock & Wilcox 
rallied further to 40s, 3d., Clarke Chap- 
man to 56s. 9d., while General Electric 
rose to 47s., Associated Electrical to 
57s. 3d. and English Electric to 48s. In 
other directions, Guest Keen have been 
firm at 60s, 3d. but Vickers, after an earlier 
rally, came back to 34s. 14d. 

Steel shares were in better demand, 
which put United Steel up to 25s.. their 
issue price, though later the quotation 
eased to 24s. 103d. Stewarts and Lloyds, 
after touching a premium of 4d.. eased to 
3d. premiums. Nevertheless, the fact that 
Stewarts and Lloyds are at a premium is 
regarded as indicating that more favour- 
able views are gaining ground as to steel 
shares. 

Shares of locomotive builders and engi- 
neers were more active with Vulcan 
Foundry 27s., North British Locomotive 
17s. 14d., Gloucester Wagon 10s. shares 
18s. and Charles Roberts 5s. shares Ils. 
Beyer Peacock were 39s. 3d. and Wagon 
Repairs 5s. shares 14s. 6d. Birmingham 
Carriage were 27s. 6d. 





